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Track Mileage per Unit of Population 
Is Liberal in United States 

N THEIR publicity campaigns electric railway man- 

agers could profitably emphasize the contrast between 
mileage per unit of population in this country and 
elsewhere. For example, from the recent report of the 
Ministry of Transport of Great Britain it appears that 
on that island the mileage of electric railway track used 
in serving the public is 4,275. This is the single-track 
equivalent of 2,570 route-miles. The population of 
Great Britain (England, Scotland and Wales) is ap- 
proximately 43,000,000, so that there are practically 100 
miles of single track per million people, or one mile of 
track per 10,000 people. 

In the United States, with its population of, say, 
110,000,000 (105,710,620 by the 1920 census), there is 
a single-track mileage of 47,150. Thus the mileage 
of single track per million of population is nearly 480, 
or 4.3 times that in Great Britain. Correspondingly 
there are only about 2,335 inhabitants per mile of single 


track. 


Of course, mileage is only one element of service, 
and there is in many places in this country more mileage 
than the traffic warrants. At the same time, liberal 
This 
profusion of mileage is an evidence of the expectation 
of railway promoters that business would follow the 
track. It is an inheritance from pre-automotive days, 
which could not be duplicated under present competitive 
Public appreciation of these facts, although 
it would have no direct bearing on the riding habit, 
would tend to facilitate the reduction of the paving and 
other illogical burdens. 


A Revival of Interest 
in the Subject of Paint 


VERY one who has had an opportunity recently to 

visit various electric railway properties has found 
renewed interest in the matter of car painting. This 
may be because for a number of years a great many 
companies had hardly enough money to paint the cars 
at all and could select only that pigment and treatment 
which seemed to promise the greatest protection for 
the least price. The present revival of interest in the 
subject may be stimulated by a better realization by 
the management of the need of improving public rela- 
tions and of attracting traffic. At any rate much 
thought is being given by many properties now to the 
‘subject of color and color schemes, and much expendi- 
_ ture is being made for paint. 


Bi _- ‘There is no doubt that repainting will make a dingy 
_ car much more attractive, and that in this work of 


Reel a certain amount of ornamentation, striping, 


 etc., is justified. A bright looking car suggests to the 
_ passenger a desire to ride, as well also as a feeling that 
S the company wants to give good service in other par- 


Wa- 


ticulars besides that of the appearance of its cars. It 
is worthy of note that one of the first steps taken by 
the Interborough Rapid Transit Company, following its 
recent voluntary reorganization, was to paint the cars, 
stations and structure of the Manhattan Elevated Rail- 
way a light orange in place of the brown drab color 
used for so many years. This is part of a campaign 
by the company to win patronage back to the elevated 
lines. 

Generally speaking, in this renewal of interest in 
paint for car bodies, there seems to be a reaction 
against the darker hues and in favor of the brighter 
and lighter colors, particularly the yellow shades. One 
advantage of yellow is that it permits the car to be seen 
readily at a distance, especially in the dusk. Another 
reason may be that yellow colors are supposed by some 
authorities to be very durable. Whatever the motive, 
the practice of keeping the rolling stock well painted 
is to be commended. 


Subways Under Debate 

in Chicago, Detroit and Philadelphia 

HE subject of subway construction has become a 

very live question in Chicago, Detroit and Phila- 
delphia, and in each city the question has arisen as to 
the extent to which the proposed subway system should 
be adapted for the use of surface cars. 

In New York, of course, the subways and elevated 
lines supply purely a rapid transit service. There is 
no use of either the subway or elevated railway lines 
by surface cars, and there is no general system of free 
transfers, as in Boston, between the surface cars and 
the rapid transit line. The topographical conditions 
in New York differ also from those in Boston and in 
the three other cities named. In these four cities the 
area served is fan-shaped, with a spread of 180 deg. or 
more, the business district occupying a comparatively 
small area at the radial focus, whereas the lower 
half of Manhattan Island, New York’s business district, 
is long and narrow. 

In these circumstances it is not surprising that a 
different kind of subway layout than in New York is de- 
sirable and that there should have arisen a demand in 
some of these cities for a different kind of subway, 
namely, not long, through routes but shorter lines whose 
purpose is more to relieve the congestion on the streets 
of a limited area downtown by putting the surface cars 
under ground. At the moment, the questions of the 
actual kind of subway to install and the routes to be 
followed are more acute in Philadelphia and Detroit 
than in Chicago. There matters relating to actual sub- 
way construction have been rather in abeyance since 
the Ridgway-Parsons-Arnold report in 1917, but under 
the new municipal administration the matter will have 
to be taken up in Chicago right away. 

In Detroit the situation is largely the same as in 
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Philadelphia. The Mayor has appointed a special rapid 
transit commission to consider the subject. In Phila- 
delphia this committee has reported in favor of a dis- 
tinct rapid transit system, and in both cities those 
concerned in the operation of the street railway system 
have publicly declared their strong preference for some 
plan which will take the street cars off the streets in 
the congested center. 

Of course, in all this talk about subway construction, 
the fact should be realized that subways are expensive 
undertakings at best, and with the*present high cost of 
materials and labor are more so now than ever before. 
With the congestion downtown in our modern cities, an 
expensive method of transportation may be worth while. 
But subways are a luxury and cities with subway 
aspirations must realize that the conditions under which 
subway transportation is thought to be given in New 
York for 5 cents are most exceptional in many ways. 
A 10-cent fare, as in Boston, is a much more likely 
charge, if the proposed subways are not to be a serious 
burden on the taxpaye~. 

Undoubtedly Chicago and Detroit will work out their 
subway proposals on a satisfactory basis and Philadel- 
phia will decide on its form for a north and south sub- 
way to supplement that now running east and west on 
Market Street. Subways with elevated railway exten- 
sions are necessary in all of these three cities. It is 
to be hoped, however, that the plans adopted will recog- 
nize three principles: The first is that the transporta- 
tion given should be co-ordinated in service at least, 
if not in ownership, with the present transportation 
facilities; second, that provision be made for a suffi- 
ciently high fare to pay for the service, and, third, 
whatever plan is adopted as best suited for existing 
conditions, there shall be provision for expansion in 
future along approved engineering lines. 


Our Supply of Timber 
Must Be Conserved 


ORTUNATELY for the future of the timber supply 

in this country there are a few prophets who have 
the temerity to tell us where we are heading in con- 
suming timber much faster than it is being produced. 
Prophets of evil are never popular, but when their 
outspeaking is obviously prompted by unselfish motives 
they ought to be listened to and their warning ought 
to be heeded. The United States is so rich in natural 
resources that the possibility of any of these coming to 
an end has in the past been so remote that we have gone 
ahead heedlessly without regard to an ultimate depletion 
of the supply. It is not remote, however, in the 
case of timber. Price and quality comparisons of 
popular species of wood over a period of twenty or 
twenty-five years tell the tale. An important Eastern 
railway system reports that it paid for hemlock in 1904 
$24 per thousand feet, board measure, whereas the price 
is now $63.50. The corresponding prices for white oak 
are $70 and $160. Unfortunately also while price goes 
up quality goes down, and for the same reason, namely, 
that good timber is hard to get. Shifting from the pre- 
viously plentiful hemlock and white oak to cedar, pine 
and fir is only a temporary remedy. These woods will 
not last forever. 

Increasing prices and difficulty in getting good timber 
form the principal correctives of present conditions. 
They bring preservative treatment into the range of 
economic practicability, and they stimulate the develop- 


ment of substitutes and the art and science of forestry. 
The preaching of the prophets will be most effective 
when, in addition to telling the industries why prices 
are high and quality low, it gives full information as 
to the availability and characteristics of preservatives 
and substitutes. On the other hand it is the duty of 
timber users to investigate these things to learn if 
they are using the best practices. 

Sentiment will not greatly affect the deplorable tim- 
ber situation, except as it bears a relation to economics. 
Given full information, however, timber users will 
gradually adapt themselves to the changing conditions 
and will bring pressure to bear upon the government 
to push reforestation. Scientific forestry as a private | 
business rather than a public concern will also come in 
due course, but only when timber prices are much 
higher than they are now. 


How Can Surface Car Trains 
Best Be Motorized and Controlled? 


HE advantages of two-car trains have been recog- 

nized for years. Trains save man-power and elec- 
trical energy, and get through street congestion with 
less difficulty than when the same number of cars are 
run as separate units. 

Two different methods of train operation are prac- 
tically standard. The first is to use heavily-motored 
cars to haul dead trailers, and the second to couple 
together motor cars equipped with multiple-unit control. 
The first method is simpler and the first cost is less, but 
the available power, if sufficient to be satisfactory for 
train service, is too great when the motor car is oper- 
ated alone and the all-day efficiency is relatively low. 
The second plan gives a better distribution of the motor 
capacity and a higher all-day efficiency, but the first cost 
is greater and the complication of mechanism consider- 
ably increased. It has the advantage, however, that 
the motor capacity may be divided between the cars 
in a ratio dependent on their duty. For instance, four 
motors on the car intended for all-day service and two 
on that used in the rush periods only has been found 
a satisfactory division of the power. The control equip- 
ment, however, usually is identical on all cars. 

In order to get the advantage of motor capacity cor- 
rectly apportioned for the work each car has to do, 
without the expense incident to independent control 
for the car used only a few hours a day, a new type of 
two-car train described in this issue has been developed 
by the Pittsburgh Railways Company. This result has 
been accomplished by equipping the second car with 
two motors without control. The arrangement for con- 
necting the electrical equipments is very simple, only 
three wires being needed in the train line. The per- 
formance is as good as that of any other train with 
motors properly chosen for the work. 

The great objection to this arrangement is that the 
second car of the train, though motorized, remains a 
trailer. Having no control nor trolley pole, it cannot be 
operated independently, and about the yards or shops it 
must be handled by a live car in the same manner as 
any true trailer. The engineers who developed this 
car did not consider this disadvantage serious enough 
to outweigh the simplicity, light weight and low cost 
gained by this arrangement. It will be very interesting 
to note whether or not this opinion will be borne out 
in practice, as the view usually taken is against the 
use of non-mobile equipment. 
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Keonomies of I. & C. Re-equipment 


Indianapolis & Cincinnati Traction Company to Be Changed Over for Direct-Current Operation— 
Improved Car Designs and Progress in Automatic Substation Development 
Major Factors in Justifying Change—Estimated Savings Equal 14 


per Cent Return on the 


cinnati Traction Company, Indianapolis, Ind., 
equipped its lines for operation at 3,300 volts, 
At that time the outlook was 


Ac eighteen years ago the Indianapolis & Cin- 


single phase, 25 cycles. 


favorable for a general extension of alternating-current 
service for electric interurban work in the Middle West, 
and the adoption of this type of equipment on this sys- 


Ry. Co. 
y) Y jgnre™ 
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tem was followed by a pe- 
riod of high-grade service 
which met the require- 
ments of the territory 
reasonably well. Recent 
developments in motors 
and automatic substations, 
however, and _ excessive 
costs of operation with 
this early alternating- 
current car equipment 
have thrown new light 
upon the relative econo- 
mies of alternating and Loh nc 
direct current service. 

President Charles L. 
Henry and other officials 
have lately been giving 
considerable thought to 
the possibilities of changing over the system for direct- 
current operation, and a few weeks ago Prof. Albert S. 
Richey of the Worcester Polytechnic Institute, Worces- 
ter, Mass., was requested to investigate the problem and 
report upon it. The company’s decision to make the 
change followed Professor Richey’s favorable recom- 
mendation. The directors of the railway approved the 
project on May 15, as was noted in the JOURNAL for 
May 19. Since then contracts have been let totaling 
$736,146, as follows: 

To the Westinghouse Electric & Manufacturing Com- 
pany, which originally equipped the road, for the com- 
plete motor, air brake and control equipments for twelve 
new motor passenger cars, and four extra motors; four 
complete equipments for freight motor cars, and the 


5 Steam Roads 


full equipment for eight automatic substations, one 


semi-automatic substation and one portable automatic 
substation. The details of this order, type of equipment, 
etc., appear in two items on page 948. 

To the Baldwin Locomotive Works for twelve pairs 
of passenger car trucks. 

To the Cincinnati Car Company for twelve all-steel 


_ car bodies. 


To the Western Electric Company for 37.7 miles of 
500,000 cire.mil and 62.4 miles of 300,000 circe.mil cable. 
Additional work of rearranging the present transmis- 
sion lines and putting up new 600-volt feeder cable, 
which will be done by the company, is estimated to cost 
$42,000. The total actual cost of the changeover will 


_ therefore be $778,146. 


The system at present consists of two lines, one route 
being from Indianapolis to Rushville and Connersville 
and the other from Indianapolis to Shelbyville and 


Other Interurbans 


Present Route of Indianapolis & Cincinnati Traction Company 
and Proposed Extension to Cincinnati 


Additional Investment 


Greensburg. Cars are operated into and out of Indian- 
apolis over the direct-current, 600-volt lines of the 
Indianapolis Street Railway, and the two lines of the 
interurban system branch from a junction about 4 
miles from the center of the city. From Indianapolis 
to Connersville the distance is about 58 miles and to 
Greensburg about 49 miles. It is proposed to extend 
the interurban system 
from Rushville 73 miles to 
Cincinnati, reaching a 
downtown terminus at 
Canal and Walnut Streets. 
The proposed change to 
direct-current service will 
be made with this exten- 
sion in view, all present 
engineering designs hay- 
ing been established as a 
part of the ultimate devel- 
opment of through electric 
transportation by high- 
speed rolling stock between 
the terminal cities for 
which the company is 
named. In fact, the deci- 
sion to proceed with the 
changeover of the present system for d.c. operation was 
made conditional upon two things: First, that nothing 
should be done on the present system except that which 
would fit in as a part of the complete extended system, 
and, second, that whatever is done must be carried out 
in such a way as to avoid any additional cost resulting 
from doing the work in two parts. But from the very 
thorough study made, it appears that the changeover of 
the present system will result in a return of over 14 per 
cent on the additional investment whether the line is 
ever extended to Cincinnati or not. 


Sener 


How CHANGEOVER WAS FINANCED 


An interesting thing about the financing of this work 
by the Indianapolis & Cincinnati Traction Company is 
that the money was entirely arranged for and in the 
bank before any contracts were let. The project was 
financed by J. F. Wild & Company, a local state bank and 
investment banker, through the issuance of 6 per cent 
equipment trust certificates for the principal amount; 
and with a cash payment ahead of this equal to 20 per 
cent of the entire cost of the equipment. Against this 
equipment trust the bankers will issue preferred and 
common stock, which will be sold locally. 

It will not be possible to get an entrance into Cin- 
cinnati until the latter part of 1924, because the new 
rapid transit and interurban loop which is being built 
by the city will not be ready prior to that time, but 
when through service between Indianapolis and Cin- 
cinnati can be established, it is estimated from a study 
made by engineers and by Mr. Henry that it is safe to 
expect sufficient earnings to pay present fixed charges, 
7 per cent on the new money necessary to complete the 
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line, and have sufficient remaining to pay 5 per cent 
dividends on the present $1,000,000 of preferred stock 
and 5 per cent on the present $2,000,000 of common 
stock. This is thought to justify the anticipations of 
the men who organized the project originally. 

The company has had a hard time during the years 
it has been waiting to get a satisfactory entrance into 
Cincinnati and has barely paid fixed charges and oper- 
ating expenses. In 1922 it fell $10,000 short of paying 
these. Prior to the plan to build the rapid transit and 
interurban loop in the bed of the Old Miami Canal there 
has been no way of gaining entrance to the city on any 
practical basis, on account of the wide gage of the local 
car lines, excessive cost of separate tracks over streets 
not occupied by the local lines, the resulting slow opera- 
tion on the surface, etc. 


THE ENTRANCE INTO CINCINNATI 


The Miami Canal was leased to the city by the state 
under a specific condition that it be used for transporta- 
tion purposes, and with the further specification that 
the track must be of standard gage and that interurban 
railways must have the right to use the track for reason- 
able rental. It will be under the control of a rapid 
transit commission appointed by the city. The loop will 
be 17 miles in circumference when completed. Of this 
10 miles is now contracted for, including subway con- 
struction for part of it. When this first section of the 
loop is completed it will give the interurban a connec- 
tion into the heart of the city, the terminus at Canal and 
Walnut Streets being only four squares from the Gibson 
Hotel. 

The plan of the interurban will be to build 64 miles 
of new line from Rushville, Ind., to College Hill, Ohio, 
where connection will be made with the Cincinnati & 
Dayton Traction Company. Operation will continue 
over this company’s line for 4 miles to the point of con- 
nection with the canal bed loop, with 5 miles over the 
loop to the terminus. As the distance from Indianapolis 
to Rushville is 41 miles, this gives a total distance from 
the center of Indianapolis to the center of Cincinnati 
of 114 miles, which can be easily handled in a three- 
hour schedule. 

Following are given the engineering, economic and 
operating considerations which led to the decision to 
make the present change from a.c, to d.c. operation, in 
preparation for the extension through to Cincinnati. 
This is largely taken from the report prepared for the 
railway by Professor Richey. 


REASONS FOR CHANGEOVER AND RESULTS EXPECTED 


The interurban lines of the company are at present 
supplied with energy from a two-phase steam generating 
plant at Rushville. Energy is generated at 2,300 volts, 
transmitted at 33,000 volts to transformer stations 
and delivered to a No. 0000 trolley at 3,300. volts, 
single phase. Nine transformer substations are at 
present in service, the average distance between those 
on the Cincinnati division being 10.8 miles and the 
maximum 11.88 miles, the corresponding figures for the 
Shelbyville division being 11.8 and 11.96 miles. 

The principal, if not the only, serious handicap under 
which the present operation of the system is being con- 
ducted centers around the deficiencies of the single- 
phase, alternating-current equipment. At the time of 
installation (1905) there was every evidence that the 
system was entirely proper for an interurban road of 
this character. Since then very great improvements have 
been made in direct-current railway operation, including 


the development of the interpole and self-ventilated 
motor, the simplification of control apparatus and the 
satisfactory development of the automatic rotary con- 
verter substation. Similar favorable developments have 
not been made in alternating-current apparatus, and 
for these reasons there is at present no question as to 
the superiority of the direct-current system for this class 
of work. The alternating-current system would not be 
considered today on a road of this character. Further, 
the time has been reached in the history of this road 
where the differences in operating costs between the two 
systems will pay a good rate on the money required to 
make the change to direct-current operation. This 
change involves the following: 

1. Change of motors and electrical equipment on the 
cars. 

2. Installation of substation apparatus for the supply 
of direct current. 

3. Rearrangement of transmission lines so as to supply 
three-phase energy to the rotary converter substations. 

4. Change in power supply to three-phase, 60 cycles. 

While making the necessary changes as outlined 
above, a further very desirable change is that of the 
passenger cars themselves to take advantage of the 
development of the modern steel car with its Si 
weight and reduced maintenance costs. 

Standard pressures for direct-current ‘operation of 
roads of this character are 600, 1,200 and 1,500 volts. It 
was not difficult in this case to determine upon 600 volts, 
as there are numerous connecting city and interurban 
lines in this territory, all of which have standardized 
on 600 volts. 

The benefits which will be derived from the proposed 
change to 600-volt direct-current operation are: 

1. A relief from trying delays at present experienced 
due to failures of various kinds in connection with the 
single-phase car equipments. 

2. A very considerable reduction in the power con- 
sumption of the cars and a consequent saving in power 
costs. 

3. A very material saving in the cost of maintenance 
of cars and car equipments. 


LIGHTER CARS WITH GREATER CAPACITY 


An incidental but very important feature of the 
change will be the introduction of new and more com- 
fortable rolling stock, which, in connection with the 
improved schedules, should result in a very material 
increase in traffic and earnings. The twelve new all- 
steel combination passenger cars will be somewhat 
larger but considerably lighter in weight than the 
present rolling stock. The proposed car will be 60 ft. 
long over all, with a seating capacity of fifty-four. It 
will weigh about 36 tons completely equipped. Baldwin 
trucks are to be used with improved design over those 
already in service. The motors proposed for the new 
cars are of 105-hp. rating, the present motors being of 
100 hp. capacity, but nearly twice as heavy as the new 
ones. The slightly increased capacity of the motors 
and the considerable reduction in car weight give the 
proposed motor a very decided margin of capacity over 
the requirements. This will permit of occasional trailer 
operation and will result in much lower maintenance 
costs than in cases where the capacity margin is small. 
The cars and equipment as proposed will be suitable 
for interchanging in all the present local and high-speed 
passenger service and the future local service on the 
Cincinnati extension. With the latter completed, the 
through express service will be supplied with new, 
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larger cars, specially equipped for this service, including 
140-hp. motors, the same as specified at present for the 
freight cars. 

The all-steel bodies and the modern motors will result 
in a very considerable saving in maintenance costs, while 
the lighter weight of the complete car and the better 
efficiency of the motor equipments will result in a 
material decrease in power consumption. A comparison 
of the weights of the present and proposed cars follows: 


Present Propesed 

Car body, without aac or air-brake Berea: 43,400 lb. 33,000 lb. 

Trucks, without motors. 19,680 lb. 22,000 Ib. 

EG ok 24,480 lb. 12,700 Ib. 

Electrical me air-brake equipment on car body......, 15,460 lb. 4,515 Ib, 
103,020 lb. 


SPOUAMVGIEUGORGAP IVE v tc. sees eee ee eae 72,215 Ib. 


It is proposed to use the present car bodies and 
trucks for freight service and to equip four of these 


cars with new direct-current motors of the same type as’ 


proposed for the passenger cars, but of 140 hp. capacity. 
These motors are the same, with the exception of gear- 
ing, as would be used in the high-speed express service 
on a through line to Cincinnati, so that when this line 
is built the motor equipment.would be standardized on 
the two sizes of 105 and 140 hp. The plan is to leave the 
present motors on two of the freight cars with a change 
in control apparatus, which will consist mainly in the 
' removal of the transformer and other single-phase 
equipment and will involve operating the single-phase 
motors connected permanently in groups of two in series 
for direct-current operation. While these equipments 
will be less economical and somewhat heavier than new 
direct-current apparatus, it is believed advisable to 
retain them in service for line car and occasional freight 
use. The mileage operated with these two cars will be 
small, and until the freight business requires more cars 
in regular operation these single-phase motors will oper- 
ate satisfactorily. 


FULL AUTOMATIC SUBSTATIONS TO BE USED 


One of the principal drawbacks in the use of direct 
current for a road of this type has been the labor cost 
of operating substations with rotary converters. Until 
the last few years each substation required a man in 
constant attendance, at least two men per substation for 
twenty-four-hour operation. Lately, however, automatic 
switching apparatus has been developed and tried out 
to such an extent that it is now entirely safe to rely 
upon it. The fixed charges on its additional first cost 
and the maintenance expenses are so much less than the 
former labor cost that its use is unquestionably advis- 
able in such a case as the Indianapolis & Cincinnati 
road. If the substation is located where a man is avail- 
able for the occasional operations of starting up and 
shutting down, the automatic apparatus may be reduced 
considerably in cost; such equipment is known as “‘semi- 
automatic.” The present plans of the company include 
full automatic substations at all locations except Rush- 
ville. Here the installation will be in such close prox- 
imity to the shops that a semi-automatic equipment is 
proposed. 

The present transformer stations are located along 
the lines at intervals of about 10 to 12 miles. These 
are suitable for the location of 600-volt direct-current 
substations under present service conditions. When 
through operation to Cincinnati is begun the required 
substation interval will be about half these distances, 
with the same substation capacities. 

These capacities chosen for the new direct-current 
substations are 500 kw. each for the four substations 

between Indianapolis and Rushville and 300 kw. each for 


the five remaining substations. The present buildings 
are adaptable without change for the indoor apparatus 
of the new substations. A portion of the new equip- 
ment, consisting of transformers and high-tension 
switching apparatus, is designed for outdoor installa- 
tion on land available immediately adjacent to the sub- 
station buildings. 

As every substation is equipped with but one rotary 
converter, it is proposed to install a complete 500-kw. 
rotary converter automatic substation in one of the 
present passenger cars for use as a portable substation. 
This may be utilized in case of breakdown at any of the 
permanent substations or for any increase of capacity 
which may temporarily be required at any point where 
there are sidetrack facilities. ¥ 

The present transmission lines are insulated for 
33,000 volts, but are single-phase lines. One set of two 
wires extends from the power plant to each substation 
on the Rushville division and two sets of two wires each 
extend across country to Shelbyville, with four wires 
between Shelbyville and the adjacent substations in 
each direction, extended by two wires to the terminal 
substations on the Shelbyville division. This gives 
transmission lines in various sections consisting of 
from two to six wires. Under the new conditions a 
three-phase line of three wires will be required over the 
entire system. This will involve in some places taking 
down three wires, in some places one, and in others the 
erection of one additional wire, besides some additional 
three-wire lines. The size of the wire and the insulators 
at present in use is satisfactory, and unnecessary wire 
which comes down can be used almost entirely for the 
new circuits where such are necessary. While the 
present transmission line insulators are satisfactory, 
it is doubtful whether those not necessary under the 
new arrangement could be moved satisfactorily to new 
locations, and the cost estimates of the change to direct 
current include new insulators for the new construction. 

With the source of power supply at Indianapolis for 
the divisions as at present operated and at or near Cin- 
cinnati for the Cincinnati extension, 33,000 volts is 
satisfactory for the three-phase transmission, which 
enables the present wire and insulators to be used. 


DIRECT-CURRENT FEEDER REQUIREMENTS 


With the present distribution pressure of 3,300 volts, 
no supplementary feeder is required for the trolley wire. 
With direct-current distribution at 600 volts, it will be 
necessary to provide a supplementary copper feeder of 
500,000 circ.mils between Indianapolis and Rushville, 
using one of 300,000 circ.mils on the balance of the line. 
The estimates of cost were based on a copper price of 
20.9 cents per pound for this class of cable; the final 
contract for the purchase has, however, already been 
made at a considerable reduction on account of a lower 
stage in the copper market. 

The present power plant at Rushville is well designed, 
efficient and reliable considering its capacity. It has 
been demonstrated, however, that for a road of this 
character it is nearly always possible to purchase power 
cheaper than it can be generated, principally on account 
of the better diversity factor and the load factor of a 
much larger station. The present generators at Rush- 
ville are two-phase, 25-cycle units, while the direct- 
current substations require three-phase, 60-cycle cur- 
rent. There seems no doubt that it would pay to ar- 
range to purchase energy for this system rather than 
to make the expenditure necessary to convert the Rush- 
ville station, and the estimates are based on the plan to 
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purchase energy at a conservative figure of 1.25 cents 
per kilowatt-hour. 

Due to the proposed change from 25-cycle to 60-cycle 
service, and also to the elimination of the 3,300-volt 
alternating current now used on the trolley wire, it will 
be necessary to change some transformers in the service 
of distributing local light and power, and it will also 
be necessary to change some of the apparatus, such as 
motors, in the service of power customers. It is esti- 
mated that this outlay will not exceed $10,000. 


ANNUAL CHARGES 


In Table I is given an estimate of the costs which 
will be incurred to re-equip the road as above described. 
These estimates make no provision for salvage on exist: 
ing equipments. It is probable that there is no salvage 
value in the electrical equipment of the present passen- 
ger cars except the junk value of iron and copper, and 
no attempt has been made to estimate this junk value. 
It is considered possible that the steam and electrical 
equipment of the Rushville station, which is two-phase, 
25-cycle apparatus, may net from $75,000 to $100,000 
salvage, but the estimates show that it will pay to make 
the change to direct-current operation, even without 
allowance for salvage. 

Table II shows the estimated operating costs which 
will be affected by the proposed change to 600-volt 
direct-current operation, together with the estimated 
comparative figures under the new operation. The 
proposed change will have no bearing on nor should it 
affect any of the operating accounts not shown in this 
tabulation. 

The operation which will be affected by the proposed 
change has been grouped under the four headings of 
power, substation operation, maintenance of cars and 
maintenance of track. The direct power generation costs 
are shown as completely eliminated, as well as the item 
of power station depreciation. The latter will be elimi- 
nated if and as soon as this equipment is done away 
with by substitution of purchased power and without 
question as soon as it is sold and removed. The power 
station building is admirably adapted for use as a shop 
and may be employed to advantage for this purpose 
whenever increased shop facilities are required, although 
this. will probably not be until the road is extended to 
Cincinnati. 

The cost of power under the proposed plan is based on 
careful estimates of the power consumption of the new 
car equipment, a car-mileage as at present operated, an 
amount of commercial power the same as at present 
and an estimated cost of 1.25 cents per kilowatt-hour 
for the purchased power.* 

Under the head of substation operation, the present 
direct operating costs are eliminated and replaced by 
the cost of an inspector and repairman who will cover 
all substations, plus an estimated cost for maintenance 
of substations. The present direct cost of car main- 
tenance, which is excessively high, has been eliminated 
and replaced by conservative estimates of the main- 
tenance of steel passenger cars with modern direct- 
current equipments, based on the present mileage and 
3.2 cents per car-mile. This figure is at present being 
attained by interurban roads in Indiana with cars and 
equipment not so modern as those here contemplated. 

The maintenance of freight cars has been taken at 
the present mileage, but at a larger figure of 3.6 cents 
per car-mile on account of the wooden bodies and be- 


*The actual cost of energy for the year 1922 was 2.16 cents 
per kilowatt-hour, and it is now expected that the purchased 
energy will be obtained for 1.4 to 1.6 cents per kilowatt-hour. 
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TABLE I—ESTIMATED COST TO RE-EQUIP SYSTEM FOR 
600-VOLT DIRECT-CURRENT OPERATION 
Passenger Cars— 

12 Passenger cars, including installation cost of trucks, air brakes 


and electricalapparatus............... $190,236 
12 Pairs trudkes: i325 tee eat ae oe eee 35,000 
12 Four- motor equipme nts, 105- hp. ‘motors and control. ....... 89,400 
4 Extra 105-hp. motors, at $1,500 eac i ee 6,000 
12 Air-brake equipme nts for passenger cars, at $1,044. 60each.... 12,535 
Freight Cars— 
4 Four-motor equipments, 140-hp. motors and control, at $9,456 
per 806; . /s Sanam cepeioctiee bereits at sete + 31,526 
2 xtra 140-hp. motors, Bb Sh, 7 Peak. bec cccdes hk Seon eee 3,500 
Installation of motor and control equipment, at $6754 percar.. . 2,025 
| Air compressor at $656, plusinstallation, $100. i, edd 756 
Substations— 
5—300-kw. rotary converter ee with complete apparatus 
for full automatic operation, at $15,025.......... 75,125 
3—500-kw. rotary converter recAl Ned with complete apparatus 
for full automatic operation, at $19,097............ 57,290 
1—500-kw. rotary converter substation with complete apparatus 
for semi-automatic operation +s iisiesw com hn cele sie! bob le nye mo 16,850 
Erection, installation and testing of nine substation equipments, 
including outdoor transformer foundations, including $1,540 for 
protective fences, Gb... eas iees te eh Oren 6 ole oN ou an ea 27,500 
1—500-kw. rotary converter automatic substation Niu 
stalled in present passenger car for portable substation. . .in- 20,000 
Electric Light and Power— 
Cost of converting transformers and customers’ apparatus......... 10,000 
- Overhead Lines— 
Material for changing over transmission lines from single-phase to 
three-phase, 2,286 poles at $10.75 per pole. 24,575 
Labor for taking down transmission wire from 54,8 miles, at $150 
per mile. = 5/4 leaner eroher ent as aie aaa cea ane ann 8,220 
Labor for installation of transmission wire on 45.5 miles, at $250 
per miles ee case, eo a Ve MR hs Ree nae thee che CI ten 11,375 
Material for new three-phase transmission lines from Hoffman and 
New Bethel to Junction, 500 poles, at $5.40 perpole....... 2,700 
Labor for new three-phase transmission lines, 10.5 miles, at $300.. 3,150 
Direct-current feeder, bare copper strand, 37.7 miles 500, 000 
cire.mil and 62.4 miles 300,000 cire.mil.. 128,570 
oe for installation of 600-volt feeder, 4, 950 ‘poles, ‘at $1. Dig 050 
ere awe Cie Ste OI er Cee Orie lei fs 
Labor tor 6iaeraihieatae Pe eT eT eo” 20,000 
Supervision— 
Supervising and erection engineer... ..,....0. 000000 cece eet eeee 3,000 
$785,323 


cause of the fact that it is proposed to continue the 
operation of some of the single-phase motors. There is 
no doubt that there will be some reduction in the cost 
of track maintenance due to the reduction in weight of 
car equipment. It has frequently been estimated that 
40 to 50 per cent of track maintenance costs are in 
direct proportion to the weight of cars, but in the 
present case an allowance of 30 per cent has been made, 
showing an estimated annual saving of $4,300. 

The savings computed, with allowance for additional 
substation operating costs, amount to $142,280, which 
may be applied on depreciation of the new equipment 
and interest on the new investment. Allowing 4 per 
cent depreciation on the entire new investment, there 
remains $110,867 as the net saving in operation due to 


TABLE II—COMPARISON OF PRESENT ANNUAL OPERATING COSTS 
WITH ESTIMATED COST OF OPERATION WITH PROPOSED 
DIRECT-CURRENT EQUIPMENT 


Power— Present 
Operating costs, 1922, coal, labor, repairs and miscel- 
laneour 6SPense,.. “Gia knee x ted Oh ann $146,843 
Depreciationbarges: (75)..0. nuciors. poate sear ,768 
Cost of purchased power, 1,337,000 (1922) car-miles, at 
3.75 kw.-hr. per car-mile plus 481,000 eal? kw.-hr. 
light and power, at 1.25 cents per kw.-br.. 
Substation Operation— 
Operating costs, 1922, labor, repairs and miscellaneous 
OX eos a saies SS Nain ci eden the aera eae eT aa cee eee ae 
Inspector for automatic substations. ................. 
Maintenance of substations, nine at $500.............. 
Maintenance of Cars— 
Maintenance costs, 1922, including electrical equipment 
and depreciation). 6: cectaadaa eens Wiener ee 76,260 
Maintenance of steel passenger cars with modern d.c. 
equipments, 1,010,000 (1922) car-miles, at 3.2 cents. 
Maintenance of other cars, wood bodies, d.c. operation, 
mostly modern motors, 404,000 (1922) car-miles, at 
3.6 conte: . arnt oan Cee ae 
Maintenance of Track— 
Maintenance costa 1922555... un aanielne ain ren tante eee 72,302 
[Passenger car-mileage is 7] per cent of total] 
Of the expenses due to passenger cars 70 per cent are 
unchanged by reduction in weight, amounting to... . . 
The remaining 30 per cent of the cost due to passenger 
car-mileage are reduced in proportion]to the weight, 
amounting to pontat er xt bens 9 hn aiiel wade 6 GR eae MACE 
The remaining 29 per cent of the total track mainte- 
nance costs will be the same as in 1922, as they are on 
account of continued use of present equipment other 
than passenger. 
Dpereciation, 


$785,323 


Total ic sn ert eee et ds eee ae 
Net saving ut 1 per cent on mae investment of 
$785,323) Toten hy Se: ee at 


Proposed 


11,100 


20,968 

a 31,413 
$332,730 $221,863 
110,867 


4 per « ‘cent. on estimated investment of 
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the substitution of direct current, or 14.1 per cent on 
the estimated cost of $785,323. 


EFFECT OF CHANGE ON OPERATING REVENUE 


Entirely aside from the subject of cost of maintenance 
and operation, the proposed change as outlined herein 
should be productive of a marked increase in operating 
revenues, according to Mr. Richey. The present equip- 
ment is productive of many exasperating delays in the 
service, due to the unreliability of the single-phase 
motor and control equipment and the complications 
further involved by the necessity of operating such 
equipment over the direct-current lines in Indianapolis. 
In the past three years the times cars were pulled out 
of service due to electrical equipment failures have 
amounted to nearly 2,000, or an average of 664 per year. 
A study of the train dispatcher’s reports for the first 
eighteen days of April shows 110 cases of delays to 
schedule sufficiently important to be included in the 
dispatcher’s report, and including only those delays 
directly traceable to the single-phase equipment and 
which would not be expected with proper d.c. equipment. 

When it is remembered that all of these delays are 
on a road which operates in regular service only fifteen 
passenger cars, it will be realized that an unwarranted 
irregularity in schedules must result. Such irregularity 
would be practically smoothed out by the substitution 
of modern direct-current equipment even if of the same 
capacity as that at present operated. The present cars 
weigh 514 tons and carry a motor equipment of 400 
nominal horsepower, which amounts to 7.8 hp. per ton 
of car. The proposed cars weigh but 36 tons and will 
carry a motor equipment of 420 nominal horsepower, 
amounting to 11.6 hp. per ton, or an increase of nearly 
50 per cent over the present. This increase in relative 
motor capacity will still further eliminate delays, in- 
cluding those trips when trailers are handled. The 
change from an irregular and ragged operation to that of 
regular strict maintenance of schedules would without 
question produce a considerable increase in patronage. 

The cars contemplated in the proposed plan are of all 
steel construction, somewhat larger than the present 
cars, and will have very greatly improved riding quali- 
ties. In addition to the fact that these cars will have 
less maintenance and operating cost, there will be a con- 
siderable advertising value to the comfortable and at- 
tractive all steel cars. Further, it is the universal ex- 
perience that the re-equipment of a road with new rolling 
stock brings a certain amount of new business. 

Taking all of these matters into consideration, it is 
the opinion of the consultant that the re-equipment of 
the road as contemplated herein will increase the passen- 
ger revenue by an amount somewhere between 20 and 35 
per cent of the 1922 revenues, or by an amount some- 
where between $95,000 and $165,000. The result will 
depend largely on the amount of advertising publicity 
which is given to the change. With a consistent, aggres- 
sive advertising policy, started coincident with or a little 
before the new operation is begun, it will be possible to 
approximate the latter named increase of $165,000 an- 
nually. There is, of course, the possibility that with 
so large an increase in passenger business it may be 
necessary to operate a heavier schedule during some 
portions of the day, which would correspondingly in- 
crease operating expenses, and in this case the net 
result would not be as large as the figure quoted. How- 
ever, it should be possible to increase the net revenue 
by some amount between $125,000 and $150,000 per year. 
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At the present time the total operating revenue of the 
light and power department is approxima‘ely $30,000. 
With three-phase power available it will be possible to 
furnish better power service than from the present 
single-phase lines. With these improvements in the 
light and power service, it should be possible to double 
the gross revenue of this department, especially through 
proper advertising and solicitation. 


Japanese Electrification Progressing 


HE Japanese government is going into the matter 
of electrifying the State Railways in a thorough 
and comprehensive way. In pursuance of its general 
plan, in 1921 the government ordered two 65-ton 
(130,000-Ib.) freight locomotives from each of four 
firms. An illustrated account of the locomotives fur- 


Freight and Local Passenger Locomotive for Japanese 
Government Railways 


nished by the General Electric Company was given in 
the issue of this paper for Dec. 23, 1922, page 975. 
In June, 1922, an order was placed with the English 
Electric Company for thirty-four locomotives, the num- 
ber required for the 1923 program. (See ELECTRIC 
RAILWAY JOURNAL, July 15, 1922, page 140.) These 
locomotives are now being delivered. 

The leading article in the Tramway & Railway World, 
London, for May 10 is devoted to an illustrated descrip- 
tion of the later locomotives, with details of the ship- 
ping procedure. The freight and local passenger 
locomotives are of the 0-4-4-0 type, that is the body is 
supported on two 2-axle trucks without pony axles. 
The weight is evenly distributed on the four axles, 
being kept within the limit of weight per axle of 163 
tons (or 33,069 lb. to be exact) imposed by the govern- 
ment railways. The locomotive trucks are articulated, 
so that drawing and buffing stresses do not go through 
the superstructure. The locomotives are designed for 
the government standard of 1,500 volts, direct current, 
and each is equipved with four 306-hp. motors arranged 
in groups of two in permanent series. 
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Seventeen of the locomotives will be used entirely 
for freight service and nine others for hauling local 
passenger trains. These are all of the type described 
above with the exception that the gear ratio is adjusted 
on the freight locomotives to give a maximum speed of 
40 m.p.h. and the others a maximum speed of 53 m.p.h. 

The eight passenger locomotives are of the 4-6-6-4 
type. The superstructure is mounted on two articulated 
trucks, each with a pony truck and three driving axles. 
This locomotive weighs practically 108 tons (215,000 
Ib. more exactly), the distribution of weight being 
nearly 134 tons (27,000 lb.) on each driving axle and 
on each pony truck. Six motors of the same type as 
those used on the other locomotives are included in the 
electrical equipment. 


Why the Unlimited Pass Was 


Withdrawn in Youngstown 


The Youngstown Municipal Railway, First Sizable 
Company to Try This Plan, Was Blamed for Hav- 
ing a 9-Cent Fare When the Actual Revenue 
per Passenger Was Less than 7 Cents 


N APRIL 1, 1923, use of the unlimited weekly pass 

in Youngstown was discontinued after a trial last- 
ing somewhat longer than a year. Although the scheme 
had been tried in several smaller places prior to its 
inauguration by the Youngstown Municipal Railway, the 
experiment of this company attracted special attention 
because of the greater size of the city. 

The arrangement inaugurated at that time, with rates 
of 9 cents cash, six tickets for 50 cents and 1 cent for 
transfer prevailing, was a weekly pass giving the holder 
unlimited riding privileges for $1.25. Many jitneys 
were then operating in the city and one of the results 
expected from the pass was the gradual conversion of 
jitney riders into regular car riders. It was thought that 
people would buy the pass and use the railway to the 
exclusion of all other means of transportation. This 
object was, in fact, accomplished to a large extent, but 
in the long run the scheme failed to produce a revenue 
that would yield a fair return. 

Since the inauguration of the pass the gross revenue 
of the company has increased materially, but there was 
an increase in the volume of general business in the 
district about the same time that the railway showed 
a gain, and it is impossible to say how much of the latter 
was due to the pass and how much was due to other 
causes. Two years ago the steel mills were operating at 
not over 25 per cent of their capacity, whereas they are 
now operating at about 90 per cent of their capacity. 

On account of the great changes in industrial con- 
ditions in the Mahoning Valley during the past few 
years revenue figures are likely to be misleading. 
Although pass riders were recorded on the fare reéegis- 
ters, there was no way to distinguish between original 
rides and transfer rides. Consideration has therefore 
been given more to the matter of average fare 
than to revenue or total passengers. 

In general, those people who used the railway oftener 
than fifteen times a week availed themselves of the pass, 
and those who rode less frequently paid fare by cash 
or ticket. If all passengers had bought passes the profit 
on the occasional rider would have balanced the loss on 
the frequent rider, but as it was, the railway lost on the 
latter and failed to gain on the former. The actual 


return per revenue passenger became less than 7 cents 
and was steadily decreasing at the time the pass was 
withdrawn. 

The transferable feature of the pass deprived the rail- 
way of many fares. In one case several barbers em- 
ployed in the same shop arranged their lunch hours so 
that one pass sufficed to take them all home for the mid- 
day meal and bring them back to work again. Canvas- 
sers, telegram delivery boys and others engaged in 
similar occupations used the pass to secure a large 
number of rides at an extremely low rate. The pro- 
prietor of two moving picture theaters located some 
distance apart on the same street car line and each 
giving three performances a day bought a pass for the 
messenger boy so that he could carry the films from one 
theater to the other. The boy traveled forty times a day 
on week days and eighty times a day on Saturday and 
Sunday. By using a weekly pass his average fare came 
to a fraction of a cent. 

Under the so-called 9-cent fare, the company was 
actually receiving less than 7 cents.. Yet if a stranger 
inquired concerning the fare in Youngstown he was 
told that it was 9 cents. There was more or less popu- 
lar clamor against what appeared to be a high fare, 
although it was not bringing the railway a fair revenue. 
The situation was, therefore, thought by the Street 
Railway Commissioner to be unsatisfactory. A service- 
at-cost plan is in effect in Youngstown and a confer- 
ence of all interested parties was called. The commis- 
sioner held that the principle of unlimited rides for a 
small fixed sum was economically unsound, and advo- 
cated the abolition of the weekly pass and a reduction 
of the cash fare. 

On April 1 a new rate was inaugurated for an eight 
weeks trial. Under this arrangement, the cash fare is 
7 cents, tickets are sold three for 20 cents, and transfers 
1 cent. It was thought that this plan would produce a 
greater average return per passenger while at the same 
time reducing the high cash fare. A decrease in riding 
was expected to follow this change, and preliminary 
reports indicate that the number of passengers has 
decreased more than 16 per cent. One reason given for 
this is the bad reaction of the change upon former users 
of the pass. That feeling, however, is likely to dis- 
appear in a short time. 


NEW RATE APPEARS TO BE INADEQUATE 


Figures compiled up to date indicate that the new 
fare may not be adequate, as told in the ELECTRIC RAIL- 
WAY JOURNAL for May 12. The revenue has decreased 
more than 15 per cent. Due to a greater use of tickets 
there are now actually fewer 7-cent cash p.xssengers 
than there used to be 9-cent cash passengers. However, 
the increase in ticket sales is not enough to prove that 
pass holders of former times are spending just as much 
for carfare as before. 

In spite of the falling off in revenue under the new 
rate, there were net receipts applicable for interest and 
dividends during the first month of $7,500. However, 
this was much less than in the preceding two months as 
the net revenue after all operating deductions had been 
made was approximately $22,300 in February, 1923, and 
$24,500 in March. If the present rate does not prove 
satisfactory at the end of the eight weeks trial an 8-cent 
cash rate with seven tickets for 50 cents will probably 
be the next step. It is hoped, however, that with the 
uncertainty of unlimited riding for a fixed sum elim- 
inated, a satisfactory rate will soon be found. 


June 2, 1923 
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Pittsburgh’s New “Light Six” Train 


A Standard Light-Weight Motor Car Has Been Arranged for Operation with a Motorized Trailer— 
Only Slight Modifications in Platform Controller Are Required, with a Three-Wire 
Train Line—Emergency Braking Is a Feature 


cars, has been developed by the Pittsburgh Rail- 

ways. The salient feature is the use of two 
motors on the second car, arranged for forward motion 
only and without a separate controller. This results 
in simplification of the wiring on both cars and allows 
the use of the standard K-43 type of controller on the 
forward car. Only a three-wire connection between the 
two cars is needed, and it is energized only when power 
is on the motors. The regular motor car, being of light 


\ NEW type of two-car train, composed of low-floor 


door being added and electrical equipment installed. It 
is considerably better for all-day service than the so- 
called trailer-hauler described in the preceding para- 
graph, and its four 35-hp. motors have ample capacity 
so that it can handle rush-hour loads admirably as an 
independent unit where such operation is suitable. For 
many of the long-haul runs in the rush hours, however, 
train service is preferred. 

The low-floor motor car is so light in weight that it 
was felt by the management that it would not have 


Pittsburgh Railways’ Low-Floor Motorized Trailer Train 


weight, is better suited for all-day operation than would 
be a car carrying the entire motive power for the train. 

For many years the company has been using two-car 
trains for handling the rush-hour service. Originally 
these were made up with standard double-truck motor 
cars hauling obsolete single-truck. cars from which the 
motors were removed, and which were remodeled for 
use as trailers. In 1910 a type of light-weight center- 
door trailer, especially designed for this service, was 
developed by the company’s engineers. This car was 
distinguished by its small diameter wheels, which per- 
mitted an extremely low floor. It was described in 
ELECTRIC RAILWAY JOURNAL for Dec. 10, 1910. 

But one type of car is available in Pittsburgh with 
sufficient motor capacity to stand regular daily service 
hauling these trailers. This type, which was introduced 
a number of years ago, is a standard end-entrance 
double-truck car equipped with four 60-hp. motors. 
While cars of this type can make satisfactory schedules 
when hauling trailers, their weight and motor capacity 
are excessive, as judged by modern standards. More- 
over, some of these cars have been in use for such a 
period of time that they are approaching the end of 
their useful life and may have to be replaced. 

Another type of motor car which has become stand- 
ard with the Pittsburgh Railways is the low-floor, 
center-door car. The design is quite similar to that of 
the low-floor trailer. In fact, the first car of this type, 
described in ELECTRIC RAILWAY JOURNAL for Aug. 8, 
1912, was one of the trailers modified, a front-entrance 


sufficient traction to haul a trailer, as the wheels might 
slip on the heavy grades encountered on many of the 
Pittsburgh lines. While motors of sufficient capacity 
to haul light trailers might have been designed for 
mounting on the small wheels, still there would be the 
waste of energy due to hauling the excess weight 
around all day. Furthermore, it was considered desir- 
able to make some arrangement whereby the existing 
cars with the 35-hp. motors might be utilized for train 
operation. 

The company now has a considerable number of the 
trailer-haulers in all-day operation on lines where rush- 
hour train service is used. Since the decision had been 
made by the management not to re-equip the low-floor 
cars so they could haul trailers the question arose as to 
whether or not the additional equipment needed for 
expansion of the service should be of the older and less 
desirable type, merely to be able to haul the trailers 
for a few hours night and morning. 

Tests made in Pittsburgh and elsewhere show that 
the power demanded by two-car trains is only 50 per 
cent to 60 per cent in excess of that taken by a single 
motor car making the same schedule speed under like 
conditions. The extra motor capacity required, there- 
fore, is only about half that needed for single-car opera- 
tion. A study of the situation made it apparent that if 
a satisfactory method of getting this additional capacity 
could be developed a desirable combination would be 
effected. In the past numerous plans have been tried 
by the Pittsburgh Railways and other companies for 
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Three-Wire Cable Connector and Socket Which Has Cover that 
Short Circuits Motors When Closed 


using a two-motor car for special service as the second 
car of a train in connection with a four-motor car run- 
ning throughout the day. A complete individual control 
system for each car, with some form of multiple-unit 
operation, has always been employed in such an arrange- 
ment. 


THE CONTROL SYSTEM 


In designing the control and method of operation for 
the Pittsburgh Railways trains, for which P. N. Jones, 
general manager, and F. R. Phillips, superintendent of 
equipment, were responsible, it was decided that since 
the company was accustomed to handling dead trailers 
at the carhouses and had all facilities for doing so 
there would be no objection to continuing the practice. 
No attempt was made, therefore, to provide an inde- 
pendent control system for the second car of the train. 
While the trailer is motorized, it must be handled in 
exactly the same manner as a dead trailer. This, how- 
ever, is not considered by the management a disadvan- 
tage sufficient to nullify the value of the plan, especially 
since considerable exvense and complication are obviated. 

The motor car of the test train is one of the com- 
pany’s latest low-floor cars. A description of this gen- 
eral type of car was given in ELECTRIC RAILWAY 
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JOURNAL for July 3, 1915, although some minor improye- 
ments have been made in more recent orders. This car 
is equipped with four 35-hp. motors with K-43 control. 
The standard wiring for this control is shown in the 
first of the two diagrams. 

In making the layout for train operation it was con- 
sidered essential to retain the motor and control equip- 
ment intact, on account of standardization and first 
cost. For use with the two-car train the only modifi- 
cation is the addition of three contacts on the reverser 
drum, and the individual motor cutout switches, as 
shown in the second diagram. Three leads only connect 
the two cars. The two motors on the second car are 
mounted on its forward truck, and the field and arma- 
ture of each are permanently connected in series for the 
forward direction of motion. If it is necessary to back 
the train, the motors on this car are simply cut out of 
circuit by throwing the reverser to the reverse position 
and the train is operated by the four motors on the 
leading car. Since few backward moves are made, and 
they necessarily must be at low speed, this is no dis- 
advantage. It is this plan that may be considered the 
radical innovation, and on which the simplicity of the 
wiring depends. 

As will be seen from the diagram, the motors of the 
leading car are grouped in pairs connected permanently 
in parallel in the standard arrangement, each pair being 
operated as a unit in the control. The two motors of 
the second car are added in parallel, one to each of the 
other pairs. The resistance of the grids is such that 
satisfactory starting will be obtained either for the 
motor car alone or when coupled with the motorized 
trailer. It has been found that, using the same grids, 
the variation in rate of acceleration between the opera- 
tion of the four-motor car by itself and when it is 
coupled with the two-motor trailer is so slight that it 
is not noticeable. With the six motors in circuit the 
resistance is somewhat less in proportion to the current 
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demand, so that the train accelerates at about the same 


-rate as the single motor car. 


INDIVIDUAL Motors MAy Br Cut OUT OF CIRCUIT 


In case trouble develops in one of the motors of a 
standard four-motor equipment, both that machine and 
its mate usually are cut out of circuit by means of the 
switches in the controller, and the remainder of the run 
finished with the other two motors. 

A special feature of this control is the arrangement 
of the-connection board in the base of the controller so 
that a motor can be cut out independently. If any one 
motor of the six fails it is taken out of the circuit and 
the remaining five used. While there is some un- 


balancing of current in the series positions, due to 


having two motors in series with three, it is not enough 
to cause any trouble. In fact, it is not so hard on the 
machines as when two motors of a standard four-motor 
equipment are cut out of the circuit and the remaining 
pair have to haul the car. In case any two motors are 
disabled simultaneously, one being in each group, the 
remaining four motors can be used. They will be 
balanced in both the series and the parallel positions, 
and the car will operate at slightly reduced speed and 
with heating somewhat greater than is normally the 
case. 

An interlock is provided by extending the cam located 
at the base of the main drum of the controller and used 
to operate the line switch. In the rare event that two 
motors in the same group are disabled at the same time 
and have to be cut out, this cam prevents the current 
flowing through the motors until the drum is turned 
to the first parallel position. In other words the control 
is changed from series parallel to plain rheostatic. Thus 
every contingency is provided for short of disability of 
all the motors, or of so many of them that it would be 
unsafe to move the cars with the remainder. 

The connection between the two cars consists of a 


The Socket for Making Connection Between Cars Is Mounted 
on the Coupler 


three-point receptacle on each car, with a three-line 
jumper connecting them. One novel feature is the 
provision for emergency braking. In the lid of the 
receptacle on the trailer car are three contacts, which 
appear white in the illustration. These contacts are 
connected together and are grounded. In case the train 
pulls apart the jumper will be pulled out of the recep- 
tacle on the trailer. The lid of the receptacle will then 
be forced down by means of a spring, and the contacts 
will provide a short circuit on each of the motors. 
Since the connection of these motors is permanently 
made for forward motor action it will be correct for 
backward generator action. In this way a powerful 
dynamic braking effect will be obtained. Then if the 
train should break in two while going up grade, the 
second car would begin to run backward, but would be 
retarded immediately by the dynamic braking, so that 
it would quickly be reduced to a low speed. 

In tests made it was found that the train could be 
broken apart going up a 6 per cent grade, and the second 
car would at once slow down to a lower speed than a 
walk. A motor car following up the grade would then 
be able to approach the one that had broken loose and 
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stop it without danger. In the event a break occurred 
on a down grade the second car would,* of course, be 
in contact with its leader, and the dynamic braking 
would be unnecessary. Of course, the car is provided 
with air and hand brakes, so that the above is a very 
remote possibility. In any ordinary case the conductor 
of the second car would be able to set the hand brakes 
when the car was retarded to a low speed by means of 
dynamic braking. 


ENERGY SAVING IS SHOWN BY TESTS 


The test train now is operating daily on a regular 
Frankstown Avenue run. The motor car is scheduled 
to make about 150 miles per day, while the trailer is in 
use for two round trips or 33 miles. On this particular 
run the arrangement saves 925 ton-miles a day out of a 
total of 4,012 ton-miles that would be run if the ordi- 
nary type of 240-hp. trailer-hauling motor car were used. 
Additional power is saved because the motors are better 
suited to the size of the car. The train is better able to 
make its schedule in the rush hours when power is 
needed, while the equipment of the standard low-floor 
motor car is ample for the non-rush. In the preliminary 
tests already made the energy saving was about one- 
fourth of the total that would be required for the stand- 
ard trailer-hauler running all day, with a trailer added 
for the two rush-hour trips. 

One advantage observed in making a trip on the car 
is the absence of the jerks, due to taking up the coupler 
slack at starting, that are common in ordinary trailer 
operation. The second car starts along with the first, 
and while there is a slight lag of the trailer during 
acceleration, due to the leading car supplying more than 
one-half of the accelerating force, this is scarcely 
noticeable even to a trained observer. Tests have shown 
that the drawbar moves out of its normal position only 
about 4 in. at any time during the acceleration. This 
results in smoother operation, and gives greater comfort 
than is had with the usual motor and trailer operation. 

The low-floor car loads and unloads much more quickly 
than the older end-door car, with its narrow passages 
and high steps. In service this train is making its 
schedule better than other trains on the same route. 
This is due to two reasons, its ability to load and un- 
load quickly and the quick starting obtained. 


Electric Steam Boiler on North-Eastern 
Railway 


HE North-Eastern Railway, Great Britain, is using 

on its electrified sections an electrically heated 
steam boiler, designed by C. O. Bastian in consultation 
with Messrs. Merz and McLellan. Electrical Industries, 
London, gives details as follows: The boiler is of the 
fire-tube type, each of the 144 tubes being fitted with 
a Quartzalite heating element. The boiler is 3 ft. 4 in. 
in diameter and 8 ft. 4 in. long and is capable of supply- 
ing enough steam for the longest train handled by the 
railway in ordinary service. The full loading is 408 kw. 
and at three-quarters load, with an input of 298 kw.-hr., 
970 lb. of water was evaporated at 120 lb. pressure in 
twenty-four minutes. 

The Quartzalite element for this boiler consists of 
a quartz tube ? in. in diameter, inside of which is a 
close spiral heating element of Tabasco resistance wire. 
The tube butts onto a mica washer, in the end of a 
hollow porcelain terminal, which is held by spring pres- 
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sure to the terminal plate of the boiler. The end of the 
element is silver-soldered to the terminal, which tra- 
verses the porcelain. 

This heating boiler operates on 1,500 volts, direct 
current. 


Supporting an Extensive 


Overhead Network 


Substantial “Back-Boned” Construction with Catenary 
Messenger Supports Has Minimized Maintenance 
Work on Forty-one Branch-Offs at Butler 
Street Carhouse in Atlanta 


N ACCOUNT of the large number of tracks branch- 
ing off from the single track on Butler Street, 
Atlanta, Ga., into the Butler Street carhouse and ad- 
joining yards, unusual precautions were necessary to 
safeguard the overhead construction against failure. 


. Until recently there were thirty-one tracks branching 


Overhead Connecting Curve Construction at Butler Street 
Carhouse in Atlanta 


off at this point, and the overhead construction involved 
was briefly described in an article in the issue of the 
ELECTRIC RAILWAY JOURNAL for March 20, 1920, page 
563. Since that time ten tracks have been added, mak- 
ing the present total of forty-one. 

The main trolley wire over the original installation 
was of No. 000 copper, the thirty-one branch wires be- 
ing of No. 000 galvanized iron. In the new installation, 
however, both main trolley and branch-offs are of No. 
000 copper. 

On account of the considerable weight of this over- 
head construction, with the consequent tendency toward 
sagging over the switches and curves, two 3-in. steel 
messenger wires were strung along the entire frontage 
of the carhouse and yard. One messenger is directly 
over the switches and the other is just beyond the point 
where the tracks straighten to enter the carhouse. 
The trolley network is supported to a large extent from 
these messenger wires by the usual catenary construc- 
tion. This is shown clearly in the illustration on this 
page. k 

The manner in which the network is supported is 
shown in the accompanying illustrations. The overhead 
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work is of the type known as “back-boning,” the trolley 
wire on each curve being paralleled by galvanized 
strand, xs in. in diameter. 

All span’ wires and pull-offs in this installation are 
made of is-in. galvanized guy strands and are attached 
to the trolley wire at intervals of 7 ft. The attach- 
ments to the wire are made by means of double curve 
pull-overs. To provide insulation, a 9-in. wood strain 
insulator is linked into the eye of the pull-over on the 
outside of the curve. A vs-in. guy strand (the hback- 
boning mentioned above) is run through the insulator 
eye at the end away from the trolley wire, and the span 
wires and pull-offs are also attached to the insulator 
eye at this point. 

A 9-in. wood strain insulator is also inserted in the 
eye on the side of the pull-over toward the inside of 
the curve, and a short span wire is run from the other 
end of this insulator to another insulator attached to 
the trolley wire on the next track. The wire over the 
second track is installed just like the one described. 


Catenary Messenger Supports and “Back-bone” Reinforcement 
Insure Durability in the Overhead Network 


This “back-boning” serves to keep the trolley wire 
off the rails in case of a break and, by ‘allowing con- 
tinuous operation in spite of a break, it prevents inter- 
ruption to service. All repairs on such construction 
can be made by trouble crews and a considerate saving 
is effected in this way. 

The poles on the outside of the curve, which support 
most of the strain, are 8 in.-10 in. standard steel tubular 
poles set 7 ft. in concrete. They are set approximately 
80 ft. apart. The poles located on each side of the out- 
door track are A-grade creosoted pine, set 100 ft. apart. 

The weight of the construction over the entire ten 
new tracks was found to be too heavy to be supported 
by two lines of poles and a third line was set between 
the fifth and sixth tracks at intervals of 100 ft. The 
poles in this line are 6 in.-8 in. standard steel tubular 
poles. The poles at the end of the track are of creosoted 
pine and one pole is set for each two tracks, the wires 
being held in place by V-guy construction. 

The cost of the new work on this installation, that 
is, over the ten new tracks, was about $2,420, while the 
whole installation over the forty-one tracks cost ap- 


‘proximately $9,000. 
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$125,000 Paint Shop for Detroit 


A Feature in the Construction of This Paint Shop Is 
the Method of Supporting the Scaffolds—The 
Painting Methods Also Are Described 


HE Detroit municipal railway is just completing 
the construction of a paint shop capable of accom- 
modating fifty double-truck cars. It is being erected 
at Highland Park, close to the present repair shop of 
the system. When the property of the Detroit United 
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Plan of New Paint Shop 


Railway was taken over by the city on May 15, 1922, 
the D.U.R. turned over its repair shops at Highland 
Park but kept its paint shop, which had recently been 
built. This building has since been converted by the 
company to office and repair shop purposes. This made 
a new paint shop for the municipal system imme- 
diately imperative. The one now being erected will 
cost about $125,000, and as it possesses a number of 
novel features, an account will be presented. 

The building measures 175 ft. 9 in. x 235 ft. 1 in. 
outside dimensions, and is of steel and brick construc- 
tion with concrete floor and composition roof and with 
monitors extending over each track. The end doors 
are of wood, metal lined on the inside, and steel sash 
at the top. The building is also well lighted by side 
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windows. It also contains a fireproof paint storage and 
mixing room. 

Perhaps the most interesting feature of the building 
from a street railway standpoint is the method of 
mounting the brackets which support the scaffolding 
for painters. The support for the roof girders be- 
tween each two tracks is a row of thirteen 8-in. 
wrought-iron columns, and these columns are used to 
support the scaffolding brackets. Inside of each column 
is a counterweight for balancing the weight of the 
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scaffold, as shown in the drawing below. A -in. wire 
rope is carried first around a 4-in. sheave on the coun- 
terweight and then over two 6-in. sheaves at the top of 
the column. The ends are attached to the brackets, 
which can be set in position by a handscrew. When 
not in use these brackets can be swung parallel to the 
tracks and thus be out of the way. For the bracket 
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Method of Supporting Painters’ Scaffolding on Outside o 
Tracks Near Wall of Building 


supports nearest to the walls of the building, where 
there are no columns, a somewhat different arrange- 
ment is followed. The lower drawing shows this 
method. 


PAINTING METHODS 


It is the plan of the municipal railway to use the 
enamel method in painting its cars, applied by spray 
guns. The equipment department has been using the 
DeVilbis spray gun, manufactured in Toledo, and will 
have an equipment of ten of these guns when operation 
begins in the new shop. It has been found that one 
man with this gun will do the work of three with the 
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brush, and the brush method is used only for painting 
the wooden sash. The headlining of the car will be 
painted two coats of white enamel and all other parts 
one coat. London gray enamel has been adopted for 
the inside finish of old cars, and canary yellow for the 
exterior body color. The cleaning of the trucks for 
painting is accomplished by the use of a water jet 
sprayed at high velocity by means of air at 100-lb. 
pressure. The under side of the cars will also be 
painted, the paint being applied by the gun method. It 
is expected that cars will require only four or five days 
in the shops for painting. 


CAR WASHING 


While not directly connected with car painting, car 
washing is closely related to the preservation of the 
surface finish of cars, and the practice of the Detroit 
Municipal Railway will therefore be described. The 
standard practice in car cleaning, with some time 
studies of the approximate time required, is outlined as- 
follows: 


CAR CLEANING PROGRAM 


Daily Cleaning—Sweep car body, vestibule and steps, 
Sprinkle slightly. Brush out corners and around pipes 
with hand brush, and sweep refuse into basket. Spray with 
disinfectant. Time for double-truck car, twenty-five min- 
utes; time for single-truck car, eighteen minutes. 

Car Washing—Cars to be washed every three days, using 
plain water only. Exteriors to be thoroughly wet below 
the roof line, then scrubbed with bristle brushes, rinsed and 
allowed to dry. Double-truck car, sixteen minutes; single- 
truck car, eleven minutes. Interiors: Windows only to be 
washed with clear water and sponge and wiped dry with 
rubber window cleaner. Double-truck ear, forty-two min- 
utes; single-truck car, thirty minutes. 

Monthly Cleaning—Bodies to be scrubbed with prepared 
car cleaner and washed. Interiors: Windows to be washed 
as above. Deck windows to be washed. Moldings to be 
wiped with oiled dustcloth. Lamps and shades to be cleaned. 
Curtains to be dry wiped. Side walls, vestibule walls to be 
washed with sponge where necessary. 

Yearly Cleaning—All interior woodwork to be washed 
with prepared cleaning solution, rinsed with clear water. 
and dried. 

General—In bad weather, especial care must be given to. 
windows. Keep them clean at the sacrifice of the bodies. 
During stormy weather, when outdoor work is impossible, 
devote all time of the outdoor crew to interior cleaning. 
Monthly cleaning to be carried on continuously; that is, do 
not bunch the work at the end of the month, but do a share. 
of it daily, keeping careful record of date of monthly clean- 
ing so that not more than a month elapses between clean- 
ings. Car-cleaners will be required to report to carhouse 
foremen of any car defects noted. 


For the washing every third day of the exterior, as 
mentioned in the program just given, the car is run 
through a spray shower in the carhouse, as described 
on page 705 of the issue of this paper Oct. 28, 1922. 
The car body is then scrubbed with brushes and rinsed 
by running through the spray shower again. 


Liverpool to Abolish Two Classes 


on Tramways 


HE Corporation of Liverpool has decided to return 

to the one-class tramway system. Fifteen years ago 
the experiment with first and second class tramcars was 
begun, but as the system’ proved unsatisfactory, a 
double-deck method was inaugurated—first-class passen- 
gers on the lower and ordinary fare passengers on the 
upper deck. Partly owing to the fact that no passengers 
were allowed to stand in the double-deck cars, that 
arrangement also has proved unsatisfactory and un- 
profitable. Hence the proposal to return to one-class cars. 


—_— 
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Canal Street Rearrangement, New Orleans 


Car Speed Increased in Downtown Section—Amount of Track on Canal Street Reduced 
50 per Cent and Special Trackwork 75 per Cent—Traffic Congestion Decreased 
and Street Capacity Doubled—Greater Safety for Patrons and 
Improved Parking Facilities for Automobiles 


ECTION III of the report for the city on the local 
transportation system in New Orleans by John A. 
Beeler deals with the track facilities and traffic 

conditions on Canal Street, the principal thoroughfare 
of the Mississippi River seaport. This great thorough- 
fare of magnificent proportions, the report states, is 
the dividing line between the up and down town sections. 
It is as unique in its characteristics as it is important 
in its location. With a width of 170 ft. between prop- 
érty lines, it provides separate roadways for traffic in 
both directions, while its broad, commodious, neutral 
ground should afford more than ample facilities for 
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street car tracks. Its width and plan provide an ex- 
cellent opportunity for developing the easy flow of a 
great volume of both vehicular and street car traffic. 
From the Canal Street loop to Claiborne Avenue, a 
distance of less than 1 mile, there are, including con- 
nections at intersecting streets, 6.91 miles of track, or 
the equivalent of seven tracks for the entire distance. 
The two gages, requiring a third rail, and the con- 
glomeration of costly special work are an inheritance 
from the days of competitive lines. Every line in the 


city but one is now routed to cover some portion of 
Despite the multiplicity 


this section of Canal Street. 
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of tracks, the car movements are so delayed and ham- 
pered that a speed of but little better than 6 m.p.h. is 
maintained through the day. During the rush hours 
this speed drops to 4.75 m.p.h. : 

During the morning and evening rush periods, it is 
no unusual thing to see twelve or more cars within the 
limits of one block. About one-quarter of these will be 
loading, while the rest are waiting. The slow loading; 
interference by turning movements of cars, especially 
the left-hand turns; the use of non-clearance curves; 
the counter-traffic movement of vehicles, and the fre- 
quency of stops, paralyze service in spite of all facil- 
ities at hand. The large number of motor cars and 
trucks in use, together with the demand for parking 
space, have so congested the roadways that general 
traffic fairly trickles through. Conservatively stated, 
the engineer points out, the utilization of roadway 
space for all moving traffic is now at a minimum. 

An accompanying drawing shows the present and 
proposed track layout on Canal Street. From this it 
will be seen that the through tracks are reduced in 
general from five to two, and that the lines looping 
back at Canal Street are operated over separate tracks, 
so as not to interfere with the through movement of 
cars on Canal Street. This reduction in the number 
of tracks releases a large amount of the area of the 
neutral ground for parking purposes and loading plat- 
forms. The general plan so increases the capacity of 
the street that in the blocks where four tracks remain 
and with four recommended loading platforms in place 
there will be room for three lines of moving traffic all 
of the way through on either side of the tracks, and 
with room for standing vehicles alongside the curbs, 
as compared to but one line on one side and two on the 
other as at present. The present arrangement permits 
parking of cars in any block at right angles to the 
length of the street, thus materially reducing the space 
available for through traffic, whereas in the proposed 
arrangement, parking of cars would be permitted only 
in the blocks between loading platforms, where their 
presence would not diminish the space available for 
moving traffic. 

The simplification of the movement of cars is most 
easily visualized by reference to the car flow charts, 
as at present and under the proposed plan, reproduced 
herewith. Figures behind the arrows indicate the 
maximum cars per hour. In comparison with the 
present system the proposed plan of operation reduces 


Present and Proposed Arrangement of Tracks, Traffic and Parking 


the number of left-hand turns from 119 to 25, the num- 
ber of right-hand turns from 314 to 25, the number 
of left-hand car interferences from 471 to 75, and the 
number of right-hand car interferences from 374 to 25. 
This makes a reduction in both directions between 
Wells and Rampart Streets of from 433 to 50 turning 
movements, and from 845 to 100 interferences. 

The report states that the movement of main-line 
cars will not be hampered by the intersecting lines 
which terminate at Canal Street, from either the up 
or down town section. Neither will the latter lines be 
interfered with or delayed by the traffic of the through 
Canal Street cars, as they will be completely segregated 
from each other. In place of the present tangle of spe- 
cial work and overhead wires, there is substituted a 
clean-cut system of independent main-line tracks and 
simple non-interfering curves without switches, cross- 
ings or turnouts. 

The effective roadway space would be virtually 
doubled. This would permit at all times three moving 
lines of vehicles, with ample space for standing trucks 
or automobiles next to the curb. The area of roadways 
between Wells and Rampart would be increased from 
206,741 sq.ft. to 280,281 sq.ft., and between Rampart 
and Claiborne from 133,450 sq.ft. to 195,520 sq.ft. This 
is an increase of 73,540 sq.ft., or 35 per cent, in the road- 
way between Rampart and Wells alone, where every foot — 
should be used to its maximum capacity. It will also 
make available 62,070 more sq.ft. above Rampart Street. 

In the blocks where the uptown and-downtown lines 
terminate, stops would be made at loading platforms, 
permitting easy transfer from one line to another. 
These stops are located in alternate blocks. In the 
other blocks the present outside tracks would be re- 
moved and the space there reserved for parking, thus 
creating a protected parking space. 

In regard to the loading platforms recommended, the 
report states that on Canal Street they should be not 
less than 200 ft. long, 6 ft. wide and 10 in. above the 
top of the rail. To secure full advantage of the plan, 
double berthing of street cars must be practiced at all 
times. The use of street collectors during periods of 
heavy loading is also recommended. 

The consultant finds that the tracks and special work 
on Canal Street are now in such a bad state of repair 
that the greater part of them will have to be rebuilt 
during the next few years. It would seem, therefore, 
that now is the opportune time to make the proposed 


reas and Loading Platforms on Canal Street, 
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New Orleans 


changes. If tracks and special work are renewed as 
they now exist, perpetuation of the present deplorable 
condition will continue, with the accompanying costly 
maintenance and cumbersome operation. 

On the other hand, the installation of the proposed 
plan would do away with the necessity of the renewals 
or replacements now contemplated by the company. The 


track under the proposed plan could be constructed at a 


considerable saving over the cost of the necessary re- 
newals, and would materially and permanently reduce 
operating and maintenance costs. The advantages of 
the new plan as to track may be seen in the brief com- 
parison in the table in the next column. 

This represents a reduction of 51 per cent of track- 
miles and 75 per cent in the special track and overhead 


work. The most important reductions are in the items 
whose maintenance and renewals are greatest, that is, 


curved track and special work. 
Present Proposed 
6.91 3 40 


ARS SEER iG Wa Wh 9 oes ya atten bt Ao Sime iind Cacite Pris. ssutig o aie ANS 9 
Gurved+ track, in‘ miles: ci 05,0 yas bee eed 0.94 0.22 
mrack: (Crossinps,. NUMMDEY (,71.iruele ete czaranaietacellald 60 11 
Switches, complete, including matcs 

AIG! LORS no) base roweae ie ey tienen ae aoa CADRE ota) 60 25 


This simplification on Canal Street would result in 
both immediate and lasting financial benefits. To renew 
the property along its present lines would cost approxi- 
mately $410,000. The new plan can be installed for 
$304,000, which will be an immediate saving of $106,000. 
The estimated annual maintenance and renewal cost 
of the present plan is $62,000 as against $27,000 under 
the proposed plan, or an annual saving of $35,000. 


Bonus Given in Racine for Saving Energy 


HE Milwaukee Electric Railway & Light Company 

encourages the motormen on the Racine division to 
Save energy in car operation by paying a bonus depend- 
ing upon the saving made. In Racine all of the cars are 
of one type, namely, Birney one-man cars, except for a 
few rebuilt safety cars and the trains used during 
the rush hours. There are two types of trains, namely, 
a two-car train, consisting of a motor car and a trailer, 
and the articulated two-car three-truck train, like those 
used in Milwaukee. Tests have been made with each of 
these cars and trains to determine the power used, and 


_to simplify the keeping of records all Economy meter 


records are reduced to the Birney standard. 

The present plan was put in operation after it had 
been determined that the average energy consumption 
of the Birney cars under Racine conditions at the time 
the plan was begun was 1.3 kw.-hr. per car-mile,/and the 
company offered to divide the gain made below this 
figure in the proportions of 40 per cent to the men, 40 
per cent to the company and 20 per cent for the expenses 
necessary to keep the records of the system. Originally, 
this saving was divided equally among the men, but 
later (March 1, 1922) the plan was begun of reward- 
ing the more efficient motormen by dividing the bonus 
in proportion to the efficiency shown. 

To do this, it is obviously necessary that the operat- 
ing conditions, so far as energy consumption is con- 
cerned, should be the same for the men compared, and 
it is quite possible, of course, on any system that one 


4 
-% 


line may be more hilly or construction work may be 
going on, or for some other reason some runs require 
more power than others. Hence, instead of taking the 
standard of 1.3 kw.-hr. for each line, the average energy 
consumption per car-mile for each line is taken as the 
standard and each man is graded as to whether he does 
better or not so well as the average. The bonus for 
the entire system, based on the 1.3 kw.-hr. figure, is 
then divided up among the different lines according to 
the car mileage on each line, and the bonus for each 
line is divided up among the men according to their ~ 
performance. For instance, in Racine during March, 
1923, the total bonus earned from energy saving by the 
seventy-six men employed was $118.23, the average 
power consumption being 1.12 kw.-hr. per car-mile, on 
the Birney car basis. The highest man on the list, 
instead of getting an average of $1.56, received $3.20. 
His operating average was 0.94 kw.-hr. and he operated 
during the month 1,543 miles. The motorman using the 
greatest amount of power used 1.43 kw.-hr. He was 
penalized 26 cents and was the only man on the list 
who was penalized. 
The way in which an individual bonus would be 
calculated is as follows: 
Assume 

a — Average energy consumption of any par- 
ticular line 

b — Average energy consumption of the individual 
M = Total car-miles operated on the line 
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m == Car-miles operated by the individual 

V = Total value of the energy saved 
0.4V = The trainmen’s share of saving made, 
then any individual bonus equals a proportional share 
of the total bonus from energy saving based on car- 


: 0.4V : 
miles operated, or (- x m), plus the increment 


earned due to individual efficiency relative to the line 
average or (a—b) Xm 0.4V. 


In other words, the individual’s bonus is “am 3e 
(a—b)m0.4V, which is equivalent to 


m Ca + 0.4V (a—b)) 


Of course when b is greater than a, the expression 
0.4V (a — b) becomes minus, but only in exceptional 
circumstances would b be so large as to make the whole 
expression a minus quantity. It will also be observed 
that as every operator is interested in increasing the 
value of V there is an incentive for the efficient men to 
teach the inefficient men to operate more efficiently. 


The following is a list of the amounts in round figures 
since January, 1921, of the savings or loss in energy 
measured in dollars divided among the men on the 
Racine system according to the plan described: 


January, 1922 © .icmscsen Loss. $29 March, 19223 ~. 75... Gain $86 
February, 1921 . <.tss« Loss 22 April, 1922. ......0< «se Gain 91 
March, 1931) ..¢.xe«rseue Loss 23° May, 1923 ..sc.us~ sees Gain 134 
April, 1921... <7 uma Gain 1% June, 1922. 2 vii ces oem Gain 156 
May, 1921 «4. 2c..eres pee Gain 123. July, 1922. 2.2 dae been Gain 113 
June, 1993. 45 wires aa Gain - 77 August, 1922 cvachewuee Gain 183 
July, 192312). ee eee Gain 91 September, 1922 ...... Gain 169 
August, 1924 \008 eeu Gain 15 October, 1922 ....%...5 Gain 180 
September, 1921 ....... Gain 72 November, 1922 ....... Gain 128 
October; 1921 93. cane Gain 61 December, 1922 ....... ain 6% 
November, 1921 ....... Gain «23 January, 1923 “is 2>.seee Gain 78 
December, 19.27 chen aes Gain 00 February, 1923 ........ Gain 73 
JaRUaLY, 1022) <6 eee ee Gain 22. March; 1923) veces Gain 118 
Pebruary, 1922 3. vane Gain 44 


It will be noted that the savings are greater in the 
summer than in the winter months. This is only nat- 
ural when an annual standard is set, but as any inequal- 
ities even themselves out during a year and an annual 
standard is simpler, the company holds to that plan. 

A bonus along the lines mentioned is being considered 
for the Milwaukee system of the company, but no 
definite plan has been decided upon. The combined 
property has 750 cars equipped with Economy meters, 
having installed the first 350 meters in 1917. 


Carrying Safety to the Public—IV 


Visualizing the Safety Idea by Means of a Poster Campaign— 
Slogans of Interest Get the Attention of the Public by Wide- 
spread Display—Car Cards Also Can Be Used to Advantage 


By C. W. Price 


Vice-President in Charge of Public Safety, 
Elliott Service Company, New York City 


which has claimed attention more and more is how to 

visualize safety, how to keep safety continuously 
and impressively before the public. The Washington 
Safety Council’s solution of this problem is by the con- 
duct, on an extensive scale, of a continuous poster cam- 
paign. The splendid record recently made of reducing 
accidental deaths 32 per cent is due, so its officers 
think, in a large measure to the poster campaign. 

Each month a new poster is issued bearing a snappy 
sogan. For instance, the first poster read, “The Reck- 
less Driver Is a Criminal’; the second, “The Jaywalker 
Is Taking a Short Cut to the Hospital,” and the third 
poster read, “Better Be Careful Than Crippled.” These 
posters are done in different coloured inks and paper 
each month, and are made in three sizes—25 in. x 38 in., 
16 in. x 24 in. and 8 in. x 18 in. The largest sized 
posters are exhibited on 100 permanent metal sign- 
boards on stanchions located at important street inter- 
sections, at gasoline filling stations, and at entrances to 
industrial plants. They also are posted on vacant bill- 
boards. The second sized posters are exhibited on the 
dashboards of all street cars, and in government and 
municipal buildings, including school houses. The 
smallest sized posters are carried on taxicabs, buses and 
other commercial vehicles. 

The display of posters on street cars, taxicabs, buses, 
trucks and other commercial vehicles, which are con- 
stantly moving up and down the streets, gives an enor- 
mous distribution of the poster display, considering the 


[: THE development of public safety the question 


*The fourth of a series of ten articles, 


number used. The posters bearing a slogan printed 
from type in large, bold letters are much less expensive 
than those done with elaborately colored cartoons, and 
are found to be more effective. What is needed is a 
poster that instantly catches the eye and can be read 
easily at a distance. 

A snappy, gripping slogan is much more effective than 
either a positive or a negative statement. For instance 
the slogan “The Jaywalker Is Taking a Short Cut to 
the Hospital” will be noticed and remembered, when 
“Cross at the Crossing” or “Don’t Jay Walk” will 
scarcely get a passing glance. 

The posters issued thus far have received attention 
on both the editorial and news pages of the press. In 
the correspondence columns have appeared numbers of 
letters, some praising, and some in tart language con- 
demning the posters, all of which is evidence that the 
slogans did get the attention of the public. 

Widely distributed as these posters are over the city, 
it is not possible for a driver or pedestrian to come 
down into the heart of the city without being reminded 
a dozen times of the idea of safety; and he is reminded 
at the very points where the hazards are greatest. The 
automobile driver may read articles on safety while he 
sips his breakfast coffee, and by the time he backs his 
machine out of the garage, he has forgotten. But if on 
his way down town he is confronted at every dangerous 
street intersection with the accusing indictment, “The 
Reckless Driver Is a Criminal,” he is compelled to re- 
member safety. During the progress of the campaign 
a prominent business man said to a friend, “I am a 
reckless driver; I’ll admit it. But those posters on the 
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The Month’s Slogan Was Displayed on 100 Sidewalk Signs, and on Cars and Vehicles 


street have got me. Every time I face one going down 
town I slow up.” 

Complete material for a poster campaign, including 
the posters and instructions regarding their application, 
are now available and on the market. 

Defining the cross walks at street intersections with 

' broad white lines is a method of visualizing safety 
which has been used in many cities with good results. 
These lines, if kept freshly painted, not only serve to 
visualize safety, but they help to direct the pedestrians 
in the “straight and narrow way.” 

In order to give variety and a bit of color to the cross- 
ings, an arrow or a hand, with the finger pointing to the 
space between the white lines, should be stenciled on 
the sidewalk—preferably in a color other than white, 
the color being changed each time the lines are re- 
painted. 

The outdoor advertising companies, if properly ap- 
proached, can be induced to allow large vacant bill- 
boards to be used at a nominal cost for displaying the 
slogan. For instance, in Washincton a space 30 ft. x 
40 ft. located on one of the buildings in the business 
section was available for two months, and on it was 
displayed the slogan “The Reckless Driver Is a Crim- 
inal,” illuminated with electric lights. 

A striking poster displayed in the cars and changed 
frequently offers one of the most direct and effective 
mediums through which electric railways can reach the 


The Traffic Tower at Fifth Avenue and Forty-second Street, New 
4 York, Was Used for Poster Display 


public with safety suggestions bearing on their own 
particular hazards. The Public Service Railway of New 
Jersey was one of the first to use this method. This 
company suspended from the ceiling in the center of 


each car a frame about 12 in. 
BETTER BE CAREFUL 


x 386 in. in size. In these 
THAN 


frames were exhibited 
CRIPPLED — 


posters done with cartoons 
and safety slogans, usually 
calling attention to the fatal 

Done in Blue Letters on Yel- 
low, This Was Displayed 
in Vehicles 


results of carelessness. 

That safety can be visual- 
ized and that lasting results 
of benefit to the community 


can be obtained are shown 
TO THE 


by the opinions of men who 


were instrumental in backing 
the poster campaign in Wash- 
ington. 

W. F. Ham, president 
Washington Railway & Elec- 
tric Company and president 
Washington Safety Council, 
says: “The continuous poster 
campaign conducted in 
Washington has proved to be 
one of the most effective 
means of reaching the public 


and obtaining their co- 
: WASESTON SASTTY Comme 
operation. It has largely 
assisted in producing a good This Poster Was Displayed on 
ri 3 f ° the Sidewalk Signs, It Was 

accident pemetlon, in the Hien Ga auth ok 
past three months. on Green 

J. J. Boobar, vice-presi- 


dent and general manager Yellow Taxicab Company, 
states: “Results and my personal observation satisfy 
me that the plain marking in white of street crossings 


‘and safety zones and the display of posters with a 


punch at congested street corners and on street cars, 
taxicabs and trucks is the most efficient means of 
minimizing street accidents and carrying a lasting and 
impressive message to the pedestrians and the drivers.” 

Major Sullivan, superintendent of the Metropolitan 
Police, makes this statement: “The safety poster cam- 
paign, more than any other single activity, has helped 
the police department of Washington to curb reckless- 
ness and carelessness on our streets, and in two months 
has assisted in reducing the total number of accidental 
deaths 32 per cent, traffic deaths 48 per cent, and deaths 
to children 65 per cent.” 
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A Relay Which Almost Thinks 


By the Use of Current and Voltage Windings the Relay 
Operates with a Delay Which Varies with the Re- 
moteness of a Short Circuit—It Can Be Made 
Operative with Power in But One Direction 


By 8. L. GOLDSBOROUGH 
Supply Engineering Department 
Westinghouse Electric & Manufacturing Company, 
East Pittsburgh, Pa. 

RELAY which operates with a degree of prompt- 

ness depending on the distance of a short circuit 

from the source of power supply has recently been 

perfected by the Westinghouse Company. It is intended 

for the automatic sectionalizing of transmission lines 

in case of short circuit, under which condition both 

the excess current and the low voltage are utilized to 

determine the time delay. It is so designed that the 

time is directly proportional to the voltage and inversely 

proportional to the current; hence it is proportional to 

the quotient of voltage and current, or the impedance, 

which in turn is proportional to the distance included 
in the circuit. 

Since the tripping time is dependent upon the dis- 
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Fig. 1—Sketch Diagram Showing Principal Parts of the 
New Distance Relay 


tance of the relay from the short circuit, the relay 
nearest the fault will trip first, those farther away auto- 
matically increasing their time of operation in order 
to allow the relay nearest the short circuit to close its 
contacts and trip its circuit breaker first, thus cutting 
out only that section of the line which is in trouble. 

Figs. 1 and 2 show the principle of the relay. Essen- 
tially it consists of two elements, a current element and 
a voltage element. The former is similar to that used 
in the standard induction overload relay. An aluminum 
disk is driven by an electro-magnet against the damping 
action of the permanent magnet at a speed dependent 
in part upon the position of the permanent magnet 
and approximately proportional to the current. A coun- 
tershaft carries the lever arm A, a spring and a spring 
adjuster, and is geared to the shaft of the induction 
disk. 

The lever on A is movable on the shaft and car- 
ries the outer end of the spring, the inner end of which 
is fastened to the disk shaft. A rocker arm pivoted in 
jeweled bearings carries the contact on one end and 
the core of the voltage element on the other end. This 
voltage element consists of a solenoid sealed into a cast- 
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Vig. 2—Schematic Diagram of the Distance Relay 


iron case, having a number of ribs cast integral with 
it, the purpose of which is to keep the temperature of 
the coil within safe limits. 

As the induction disk rotates the spring on the coun- 
tershaft is tightened and causes a force to be exerted 
on the lower end of arm B in the direction of the arrow. 
This force tends to close the contact by rocking the 
pivoted beam against the pull of the solenoid plunger 
suspended on the end of arm C. Now for a given posi- 
tion of the damping magnet, the speed of the disk is, 
within limits, proportional to the current, therefore the 
time required to travel a given distance is inversely pro- 
portional to the time. The distance through which the 
disk must travel to close the contact is determined by 
the pull of the voltage coil, which is made directly pro- 
portional to the voltage. The time required to close the 
contact is, then, inversely proportional to the current, 
directly proportional to the voltage, and, therefore, 
directly proportional to the distance from the short 
circuit. 

Where the distance relay is to be applied to a ring 
system or to a line having two or more sources of power, 
it is necessary to add an additional element to enable 
the relay to take account of the direction of power flow 
as well as the location of the trouble. This can be 
done by equipping the relays with a directional ele- 
ment (see Fig. 3) the contacts of which are in series 
with the contacts of the distance element and connected 
so that they close only when the power is flowing away 
from the busbars. The directional element is similar 
to the familiar reverse-power relay. 
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Fig. 3—Internal Connections of the Directional Distance Relay— 
Distance Element Below, Directional Element Above 
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Transportation as Discussed by 
Southwestern Association 


HE street and interurban railway 

section of the Southwestern Public 
Service Association held its first ses- 
sion at the Fort Worth convention on 
May 16. Alves Dixon, El Paso, Tex., 
presided. ; 

Dr. Alden Coffey, Fort Worth, read 
the first paper, which was entitled 
“Human Maintenance in Industry.” 
An abstract of this will appear in a 
later issue. Supplementing the paper 
Dr. Coffey stressed the importance of 
periodical physical examirations of em- 
ployees to disclose lowered vitality. He 
suggested that every large company 
should provide for the employee who is 
nervous and irritable, and sometimes 
melancholy, because of worry over 
financial or domestic affairs. Each 
might establish some sort of a “listen- 
ing post”? where employees could ex- 
plain their troubles. Many of the 
troubles will prove to be imaginary. At 
any rate, brooding over them has a 
tendency to increase labor turnover and 
decrease production. More attention 
should be paid to preventive rather 
than curative medicine. 

At the same time, said the speaker, 
there are certain physical conditions 
which should determine the fitness of 
an employee to continue in his present 
service. Upon the development of any 
one of the following conditions, either 
he should be discharged or transferred 
to some other department where his 
particular ailment will not unfit him 
for the position assigned him, or 
jeopardize his fellow worker: Partial 
blindness, partial deafness, organic 
heart defect, hernia, varicose veins, 
venereal diseases, senility, diseased ton- 
sils, decayed teeth and pyorrhea. 

Dr. Coffey urged that every company 
have made a yearly health survey, 
stressing the importance of blood 
pressure tests together with exhaustive 
urinalysis. Measures to prevent disease 
increase output, decrease training costs, 
decrease labor turn-over, stimulate the 
good will of employees, reduce compen- 
sation costs, reduce loss of time due to 
sickness, protect the public from in- 


fectious diseases, remove causes of dis- . 


satisfaction, reduce death to a mini- 
mum, prevent accidents, protect em- 
ployees from infection and give the 
employee an opportunity to discover a 
disease early enough to combat its 
deadly work. 

In reply to a question as to whether 
the methods suggested by Dr. Coffey 
are being followed by any company in 
Texas he replied that no company, as 


far as he knew, had adopted strict 
rules in this connection, but several 
companies are following the suggested 
plans to some extent. 

In reply to a query: ‘‘Can these ex- 
aminations be made compulsory, or 
should they be entirely voluntary?” 
George H. Clifford, Fort Worth, said 
that such examinations have been com- 
pulsory in his organization (Northern 
Texas Traction Company) since the be- 
ginning. No man can enter the employ 
of this company unless he passes an 
acceptable physical examination or, fol- 
lowing the recommendation ‘of the ex- 
amining physician, agrees to correct 
unacceptable conditions which have 
been brought out in the examination. 

Mr. Clifford also explained a “dollar- 
per-month plan” for caring for sick 
and injured employees. This is a co- 
operative proposition amcng the em- 
ployees, each contributing $1 per month 
to a sickness and accident fund. The 
contributions are matched dollar for 
dollar by the company. The fund thus 
accumulated is ample for its purpose. 

H. S. Mann, Chicago, recommended 
that the purposes of a physical-exami- 
nation plan be explained to all em- 
ployees, to eliminate misunderstanding. 
Dr. Coffey agreed that the whole propo- 
sition is a matter of education and 
must be thoroughly understood by each 
employee in order to be effective. It 
must be diplomatically handled by com- 
pany officials in order that employees 
be not offended. 

Following Dr. Coffey’s paper, N. S. 
Hunsden, director of the State Board 
of Industrial Education, spoke on “Edu- 
cational Opportunities for Industrial 
Workers.” He recommended the estab- 
lishment of vocational-training classes 
in every electric railway organization. 

In the past, said Mr. Hunsden, 
there has been no plan for training 
people vocationally other than the hap- 
hazard hit-and-miss practice generally 
found in big prosperous industries. 
There had been no consistent training, 
other than that given the foremen of 
the different departments, until recent 
years, or since the World War. He 
explained that, as a result of the Smith- 
Hughes law passed in 1917, funds of 
the national and state boards are dis- 
pensed through the state board to the 
local school. The benefits are not con- 
fined to the people in the industries. 

The leaders of vocational training 
classes, he said, should be selected with 
care from the ranks of employees and 
should not come from among officials of 


the company or heads of departments. 
Their services should be voluntary. 
Mr. Hunsden complimented the North- 
ern Texas Traction Company for send- 
ing a representative to take certain 
training under the State Board of 
Vocational Training. This leader has 
since been conducting vocational train- 
ing classes among the employees of the 
Northern Texas Traction Company. At 
a meeting and banquet held in the Texas 
Hotel on May 15, 1923, certificates of 
graduation were given the car inspec- 
tors of the company who had completed 
work. outlined by the instructor along 
lines sugzested by the state board. The 
state, he said, has sufficient funds to 
continue the work during the coming 
year and he understood that the Legis- 
lature plans to supply funds so that 
vocational training may be carried on 


indefinitely. 
Luke Bradley, Houston, Tex., ex- 
pressed approval of Mr. Hunsden’s 


work, stating that there is much of 
personal satisfaction in helping one’s 
fellow men, to which end vocational 
training not only demands, but deserves 
serious consideration. 

Next on the program was J. T. 
Porter, Fort Worth, who read a paper 
on the “Reduction of Maintenance Ex- 
pense Through Reclamation Work.” An 
abstract is given below. 


Reclamation Work Reduces 


Maintenance Expense* 
By J. T. PORTER 


Master Mechanic Northern Texas Traction 
Company, Fort Worth, Tex. 

ECLAMATION work begins with 

the human element. A _ clean, 
healthy body and an active mind enable 
a man to profit by the educational and 
training programs that are within his 
reach toaay as never before. What a 
man must realize is his duty to himself, 
to prepare himself for better work to- 
morrow. The principles cf the electric 
railway business must be kept before 
our employees and they must be en- 
couraged to develop their knowledge of 
cost values, accident hazards, etc. 

Efficiency is one of the greatest 
elements in human progress, but men, 
like materials, may be allowed to go to 
waste if not reclaimed. 

In the broad sense of the word all 
maintenance is reclamation. Our main- 
tenance costs are reduced and produc- 
tion is speeded up by the application of 
all practical labor and time-saving de- 
vices. Machines that save time and 


*Abstract of paper read before street and 
interurban railway section of Southwestern 
Public Service Association, at the nine- 
teenth annual meeting, Fort Worth, Tex., 
May 15 to 17, 1923. 
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labor require fewer, though better- 
trained operators, and the reduction in 
necessary physical exertion further 
encourages a higher class of production 
and a better morale in all sections of 
the shop. 

The possibilit-es of reclamation work 
are greatest in the mechanical depart- 
ment. Here the variety of materials is 
greater, and the number of articles 
needed is larger than in other depart- 
ments, but there are oppcrtunities in 
all departments. In Fort Worth hardly 
a day passes but that we find some 
small way of improving the reclamation 
methods with little increase in over- 
head expense. 

Our reclamation department is 
housed in a 40-ft.x36-ft. section of the 
truck shop and is provided with 350 
shelves of various sizes, bins for scrap 
copper and waste, spare controller 
racks, glass racks, 560 small bolt bins, 
armature rack for taking care of 
“OQ. K.” armatures, and a bench with a 
vise and air connections for use in re- 
claiming material. This department 
is in charge of an all-round competent 
man who has two other men under him. 

It is the rule of the shop that noth- 
ing is junked or laid aside unless it has 
been through this room. - All material 
removed from cars, no matter how use- 
less it may appear to be, is carried 
there for inspection and all requisitions 
on the general storeroom are issued 
there. The men are required to turn 
in an old part before an order for a 
new one will be issued. 

The following statement of mainte- 
nance costs for the first three months 
of 1923, as compared with the same 
period for 1922, shows the results 
which we have had in reducing our 
maintenance expense, a large part of 
which we are sure was due to our rec- 
clamation and educational programs. 

During the first quarter of 1922 the 
company spent for maintenance of car 
bodies, trucks, and air and electrical 
equipment of all types of cars a total 
of $47,576.69. During the same period 
of 1923 the amount was $41,592.14, a 
decrease of $5,984.35 or 13 per cent. 

During the first quarter of 1922 
forty-four cars were put through the 
carpenter and paint shops for heavy 
repairs and painting at a total cost of 
$10,818.28. In 1923 fifty-six cars were 
put through at a cost of $12,052.73. 
That is 37% per cent mo-o cars were 
turned out with only a 10 per cent in- 
crease in cost. 

Deducting from the totals for th2 
first three months of each year the costs 
of repairs to cars put through the car- 
penter and paint shops, there remains 
a total saving in running repairs of 
$7.219, or 20 per cent. 

During these two periods the number 
of employees in the mechanical depart- 
ment remained about the same, namely 
153 in 1922 and 150 in 19238. In the 
first three months in 1922 it was neces- 
sary to make 606 changes on all our 
ears, while in 1923 it was necessary to 
make only 513 car changes, or a de- 
crease of 93 car changes or 15 per cent 
over 1922. 


Merchandising Trans- 
portation* 


By RicHARD MERIWETHER 


Vice-President and General Manager Dallas 
Railway, Dallas, Tex. 


HE term “merchandising transpor- 

tation” has come into popular usage 
among members of the street railway 
fraternity only within the tast year 
or two. It would, therefore, appear that 
traction managements have recently 
discovered a new element in their busi- 
ness, and that it is taking a first rank 
position among the problems of the 
industry. 

Merchandising transportation is the 
development of the transportation serv- 
ice furnished by street railways along 
lines which will attract patrons other 
than those who from necessity must 
use the street cars. To incite a desire 
upon the part of the public to use the 
service at other times than when from 
necessity they must go to their business 
and home again by means of the street 
railway requires true salesmanship. The 
traction business has become a highly 
competitive one; and, as in other com- 
petitive businesses, the art of salesman- 
ship must be called into play in order 
to produce the maximum results. 

Let us examine this problem of mer- 
chandising from the traction manager’s 
standpoint, in order to determine some 
of the sales factors that enter into it. 
While the mere fact that there are 
street cars is a notice to the public that 
a service exists, the frequency of the 
service largely determines the number 
that will ride. The development of the 
light-weight, one-man safety car, af- 
fording a means of giving more fre- 
quent service at less expense, has fur- 
nished a most excellent means of selling 
rides. 

The speed at which the car travels 
is another important factor; and every 
effort should be made to afford the 
public not only a frequent service but 
a rapid one. The safety car has enabled 
street railways to improve their sched- 
ule speeds, by reason of the quicker 
starting and stopping qualities of the 
ear, and the elimination of loss of time 
in giving signals from the conductor 
to the motorman. 

The appearance of the equipment is 
another element which figures in the 
sale of the service. An attractively 
painted, clean, smooth-running ear will 
certainly invite patronage. Not only 
should the car be attractive in appear- 
ance, but the motorman and conductor, 
likewise, should be in keeping with their 
surroundings. 

The handling of the car by the motor- 
man and the handling of the passengers 
by the conductor play a most important 
part in satisfying the patrons so as to 
develop future business. The motorman 
who brings his car to a smooth, easy 
stop; who accelerates his car gradually, 
and whose every action assures the 


“Abstract of paper read before street and 
interurban railway section of Southwestern 
Public Service Association, at the nine- 
teenth annual meeting, Fort Worth, Tex.. 
May 15 to 17, 1923. 


passenger that he is in the hands of a 
safe, careful operator, helps materially 
in completing a satisfactory sales trans- 
action. Likewise, the conductor who 
greets his passengers wi:th a smile, 
who answers questions pleasantly and 
in a businesslike manner, and who is 
willing at all times to assist in every 
way possible in making his passengers 
comfortable, promotes an inclination on 
the part of the patron frequently and 
continually to buy the service. 

Type of equipment is also a po.ent 
factor in the merchandising of trans- 
portation service. Cars that are easy 
to enter and to leave; with steps reason- 
ably low; with wide aisles which permit 
one to move in the car, even though 
it contains standing passengers, without 
undue crowding; and with a seating 
arrangement affording comfort to the 
rider, will add no little to the patronage 
of the traction company. 

As an indication that traction com- 
panies recognize this fact, the side-seat 
car, which is conceded to be an un- 
comfortable one to ride in and is not 
popular with the public, is gradually 
being superseded. Further, many of the 
newer types of cars are now built with 
small wheels, which permit the use of 
a low step. 

In the merchandising phase of the 
traction business, every official and em- 
ployee of the company plays his part 
as a sales medium; and, likewise, every 
physical element of the property has its 
bearing as a sales factor. And, finally, 
a management that has won the good 
will of the public will receive more 
patronage than one whose public is 
antagonistic. 


Convention of Associated Adver- 
tising Clubs of the World 


HE annual convention of the Asso- 

ciated Advertising Clubs of the 
World will be held in Atlantic City, June 
3-7, and there will be an accompanying 
large exhibit, including foreign and 
domestic general advertising, industrial 
advertising and public utilities adver- 
tising. The hotel reservations indicate 
the largest attendance in the history of 
the association, and the number of 
foreign delegates to be in attendance is 
unprecedented. Among the addresses 
will be one by Floyd W. Parsons on 
“What Advertising Has Done and Can 
Do for Public Utilities,” one by Bernard 
J. Mullaney, Chicago, on “Public Util- 
ities in Connection with Community 
Advertising” and a committee report on 
standardization of industrial advertis- 
ing literature, presented by J. C. Mc- 
Quiston. The Associated Public Util- 
ities Advertising Association will meet 
at the St. Charles Hotel, Tuesday morn- 
ing, Tuesday afternoon and Wednesday 
morning. The speakers include: Grover 
C. Maxwell, former secretary Ohio 
Public Service Commission; W. H. 
Boyce. general manager Beaver Valley 
Traction Company; P. H. Gadsden, vice- 
president United Gas Improvement 
Company; James O’Shaughnessy, exec- 
utive secretary American Association 
of Advertising Agencies; W. S. Vivian, 
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Middle West Utilities Company; J. C. 
McQuiston, manager publicity depart- 
ment Westinghouse Electric & Manu- 
facturing Company; Francis H. Sisson, 
vice-president Guaranty Trust Company 
of New York; W. H. Hodge, manager 
advertising department Byllesby Engi- 
neering & Management Corporation, 
and W. B. Strandborg, Portland Rail- 
way, Light & Power Company and vice- 
president Thirteenth District, Asso- 
ciated Advertising Clubs. 

As a supplement to the convention, 
on Friday, June 8, the McGraw-Hill 
Company will provide a special exhibit 
of industrial advertising at its building, 
Tenth Avenue and Thirty-sixth Street, 
and is arranging for an inspection tour 
of the offices and a luncheon for the 
benefit of delegates to the convention. 
Included in the exhibit will be displays 
of industrial advertisements, industrial 
market data and other material of 
special interest to industrial advertis- 
ing men. After the inspection trip a 
selected number of industrial motion 
pictures will be exhibited. 


C.E.R.A. Car-Braking Tests 


SERIES of car-braking tests have 

been completed under the auspices 
of a committee of the Central Electric 
Railway Association. They were in- 
augurated following a paper read at 
the January meeting of the C.E.R.A. 
by H. C, De Camp, which was ab- 
stracted in this paper for Jan. 27, 1923, 
on page 172. These tests were made 
May 15, 16, 17 and 18, over the tracks 
of the Terre Haute, Indianapolis & 
Eastern Traction Company, between 
the towns of Lebanon and Crawfords- 
ville, Ind. 

The tests were made to determine the 
most efficient way to stop a car, and 
the distance required for making the 
stop. The cars tested included a heavy 
interurban car, a double-truck city car, 
and a Birney safety car. The neces- 
sary apparatus was installed on each 
car to get a complete record of the 
variable elements in making stops un- 
der different conditions. Straight air 
brakes, automatic air brakes, and dy- 
namic braking were employed. It was 
found that from speeds below 10 m.p.h. 
the car could be stopped in a shorter 
distance with dynamic braking than by 
the use of air, while at higher speeds 
the air brakes stopped the car in a 
shorter distance. 

The members of the committee on 
tests of the C.E.R.A. who were present, 
were S. W. Greenland, H. C. DeCamp, 
G. K. Jeffries, and Prof. D. D. Ewing 
of Purdue University, who was in 
charge of the tests. The executive 
committee of the American Electric 
Railway Engineering Association was 
represented by Charles H. Clark of 
Cleveland. The Ohio Public Utilities 
Commission was represented by T. H. 
Barke, inspector of safety appliances, 
and H. M. Evans. The Indiana Public 
Service Commission was represented by 
D. E. Mathews, chief inspector. Others 
in the party were: R. W. Emerson and 
Terence Scullen, Cleveland Railway; 


Harry Coleman, Indiana Service Cor- 
poration; C. E. Masterson, Northern 
Indiana Power Company; S. D. Hut- 
chins, B. H. Hartsock, C. W. Mailphant, 
H. Wood, L. Wilcox and P. B. McGinnis, 
Westinghouse Air Brake Company; 
Charles Ives and E. S. Gunn, General 
Electric Company; L. E. Earlywine, sec- 
retary Central Electric Railway Asso- 
ciation; W. L. Galay, W. E. Blowers 
and Merle Aldrich, Purdue University. 


New Englanders Discuss 
Education 


N MAY 10, 1923, a joint meeting 

was held in Providence, R. I., of 
the United Electric Railways company 
section of the American Electric Rail- 
way Association and the New England 
Street Railway Club. 
consisted of entertainment, felicitations 
from a number of prominent visitors, a 
running fire of wit and humor from the 
toastmaster, Alonzo Williams, and an 
address on education by Prof. W. H. 
Timbie of the faculty of the Massa- 
chusetts Institute of Technology. 

Prof. Timbie explained that in his 
attempt to interest the Boston Elevated 
Railway in co-operative schemes of 
education he constantly met the ques- 
tion, “What will this do for the men 
in the employ of the railway?” It was 
finally agreed that the educational prohk- 
lem is larger than any scheme of co- 
operation. 

The speaker explained further that 
the problem is one of training every 
man in the industry to make the most 
he can of his own ability and to secure 
the highest position that he is capable 
of filling. Furthermore, there is the 
bringing of new blood into the industry, 
in order that the industry may not get 
into ruts. The American idea of voca- 
ticnal education is not only to train 
a worker to give him the greatest pos- 
sible skill in his present work, but also 
to train him to progress. 

An example cited by Professor Tim- 
bie was the course in practical elec- 
tricity recently completed by 140 
employees of the Boston Elevated Rail- 
way. At a dinner given by the 
company at the Harvard Club in 
Boston, the president of the board of 
trustees returned to these employees the 
tuition fee of $5 each, which they had 
paid, with these remarks: “We are not 
giving you a present, we are not giving 
you any bonus, we are making an invest- 
ment. I consider the five dollars which 
we have invested in each of you the 
best five-dollar investment the company 
ever made.” 

In connection with the co-operative 
efforts which are being made by the Bos- 
ton Elevated Railway and the M_I.T., 
one opportunity is afforded the rail- 
way employees in the form of evening 
courses. Men may take a course in 
engineering four evenings a_ week. 
They can, if they so desire, enter the 
day course with credit for work done 
in the evening course. It is hoped 
that scholarships can be arranged to 
enable the evening-course men to take 
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the day course as soon as they are 
prepared for it. 

Under a new plan, the Elevated 
Railway is taking on each year two 
M.I.T. juniors who have maintained a 
high standing at the Institute, and 
giving them an opportunity alternately 
to work on the railway property and in 
the Institute. A student works with 
the railway for three months and then 
exchanges places with another student 
who has been engaged on his studies. 
After three years of this alternating 
procedure, the student is granted a 
master’s degree. The work is continu- 
ous for the three years with the ex- 
ception of scattered short vacations of 
a total duration of four or five weeks 
per year. 

While with the railway the student 
starts in as a motorman or conductor, 
and goes through the several depart- 
ments. He learns the practical side of 
electric railway work, along with the 
theory, and his theory is translated into 
the terms of electric railway work. He 
lives in the atmosphere of the electric 
railway while he is studying. 

While this plan has been in operation 
only about a year, the results are 
already very satisfactory. A plan 
similar in principle has been in oper- 
ation in co-operation with the General 
Electric Company for four years, in- 
volving about forty men each year. 

Professor Timbie explained that the 
co-operative work between the Boston 
Elevated and the M.I.T. is the out- 
growth of the work of the committee on 
education of the American Electric 
Railway Association, of which Edward 
Dana, general manager of the railway, 
is chairman. Mr. Dana is not asking 
other railways to do what he is not 
willing to do himself. He is trying to 
follow out the recommendations in the 
report of the ccmm‘ttee presented last 
year at Chicago. 


American 


Association News 


Plans for Increasing the 
Membership 


T A MEETING of the American 

Association committee on company 
and associate membership, held in New 
York City on May 24, plans were laid 
for an active campaign during the sum- 
mer. The “prospect list” has been 
divided among the committee members 
and individual study will be given the 
case of each “prospect.” A circular, 
outlining the advantages of member- 
ship by pointing out what the associa- 
tion is doing, will be prepared as an 
aid in the campaign. 

The committee members in attend- 
ance were: W. H. Sawyer, East St. 
Louis, Ill., chairman; H. H. Norris, New 
York City, and E. P. Waller, Schenec- 
tady, N. Y. J. W. Welsh, executive sec- 
retary, was also present. 
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| Equipment Maintenance Notes 


Portable Pneumatic Jack 


Makes Handy Device 


HERE truck overhauling work 

is done only at infrequent in- 
tervals, and the expense of elaborate 
machinery for raising car bodies is 
not warranted, the portable pneu- 
matic jack is a handy device. Ap- 
paratus of this sort, built by the 
Buffalo & Lake Erie Traction Com- 
pany, Erie, N. Y., has. proved very 


Pneumatic Jacks Easily Moved Anywhere 
in the Carhouse Are Used for 
Lifting Car Bodies 


useful in one of the carhouses, where 
there is occasional need to remove a 
truck. 

Each jack consists of a cylinder 
18 in. in diameter and 14 in. in 
height. It is connected by a flexible 
hose to the compressed air system at 
any one of many conveniently located 
outlets, and the flow of air into the 
cylinder is controlled by an engi- 
neer’s valve attached thereto. One 


jack is put on each side of the track 
and a section of rail placed on the 
piston heads of the two cylinders. 

Two men are required for this op- 
eration, one at each jack. They can 
by careful observation and proper 
manipulation of the air valves keep 
the cross rail very nearly horizontal. 
After the car body has been raised 
far enough for the trucks to be 
pushed from under, the jacks. are 
replaced by horses. From ten to fif- 
teen minutes is required to remove 
a truck. The operation is reversed 
in lowering the bodies down upon the 
trucks after the work has been com- 
pleted. Heights are then checked by 
measuring from the underside of sill 
to the top of the rail. 

The portable feature of this ap- 
paratus consists of a separate two- 
wheeled truck, as shown in the ac- 
companying illustration. It works 
on the same plan as a barrel truck, 
inasmuch as the edge is inserted be- 
neath the cylinder base, and when 
the handle is lowered, the cylinder is 
tipped over and rests in a cradle. 
The heavy jacks are easily moved 
from place to place by this means. 


Covered Transfer Table 


HERE open transfer tables are 

used, stormy weather condi- 
tions are likely to interfere with the 
work, and in the case of moving cars 
which have been recently painted 
and are not thoroughly dry there is 
danger of spotting. This difficulty 
has been solved in the Harvard shops 
of the Cleveland Railway by provid- 
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Covered Transfer Table in Harvard Shops 
of Cleveland Railway 


ing a covering for the transfer table. 
This was added partly to protect the 
cars and partly as a protection to 
workmen who are required for shift- 
ing the cars during stormy weather 
conditions. 


Guard Rail with Inside Spik- 
ing of Main Rail 


N ACCOMPANYING illustration 
shows a type of construction 
used extensively by the Lehigh Val- 
ley Transit Company, Allentown, Pa., 
for T guard rail which permits of 
inside spiking of the main rail. For 
the guard, scrap rail is used, but of 
course only such lengths as have a 
fairly thick ball and one side in fair 
condition. With this type of con- 
struction it is unnecessary to cut 
off the inside of the base of the rail 
in order to give clearance for the 
installation of the guard. In the con- 
struction illustrated, 105-lb. Dudley 
T-rail is used for the main rail and 
70-lb. Carnegie section 7033 for the 
guard rail. A special guard-rail tie 
plate is used underneath the guard, 
a separator of special section being 
required. 


“a rout Se 


Guard-Rail Construction Used on All Curves Above 4 Deg. in Open and Paved Track of the Lehigh Valley Transit Company 


At left. cross-section of construction. 


In center, cross-section of guard-rail tie plate. 


At right, end view of separator 
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Transfer Car Handles 
Armatures for 
Baking 


By JOHN 8. DEAN 


Renewal Parts Engineering, Westinghouse 
Blectric & Manufacturing Company 


N CONNECTION with the process 

of dipping armatures in an insu- 
lating varnish and then baking them 
so as to increase the life of the wind- 
ings the problem of the most 
economical method of transferring 
armatures to and from the oven must 
be solved for each individual instal- 
lation. In connection with some 
ovens a monorail transfer system is 
used where the armatures are hung 
on carriers that run on an overhead 


Convenient Car for Handling Armatures 
While Baking 


rail construction. On others, special 
stands mounted on wheels are used 
to carry individual armatures. In 
some cases these armatures are 
transferred from the stands to racks 
built in the oven, while on others 
they run the stand containing the 
armature into the oven and leave the 
entire outfit inside the oven during 
the baking process. 

One very common method used is 
to construct a narrow-gage track 
running from the dipping tank into 
the oven, on which are run specially 
designed cars made to hold a num- 
ber of armatures in a vertical po- 
sition commutator end up. A type 
of truck used by one operator for 
this work is shown in the accom- 
panying illustration. 

The body and floor of the car are 
constructed in the form of a tray 
equipped to hold the armatures in a 
vertical position while draining. 
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This tray collects the excess varnish 
which runs from the armatures, and 
thus the floor is kept clean and free 
from varnish drippings. The wheels 
of the car are fitted with ball bear- 
ings, which make it possible for one 
man to push the car in and out. 

The floor of the car is provided 
with holes conveniently spaced to 
hold the maximum number of arma- 
tures in an upright position, com- 
mutator end up, thus economizing 
oven space during the baking 
process. The holes in the car floor 
are also fitted with short pieces of 
pipe extending above the bottom of 
the tray to prevent any excess var- 
nish from draining down on the 
clean armature shafts. 

This design of car has_ been 
found to work out very economically 
in service, as it facilitates the load- 
ing, draining, handling and baking 
of the armatures. 


Eliminating Sparking at 
Crossing-Bell Contact 


HE Portland Railway, Light & 

Power Company, Portland, Ore., 
has several crossing bells of ordinary 
make-and-break type which con- 
tinually gave trouble due to the 
burning of the contact. These bells 
are shunted around 80 ohms resis- 
tance. 

Experiments were made with 
spring contacts in order to provide a 
working contact at the break, but 
the result was not satisfactory. 
Finally, a carbon contact was ar- 
ranged as shown in the accompany- 
ing illustration, the carbon being 
mounted in a brass holder. Results 
were excellent, but still further to 
eliminate the are a telephone con- 
denser, of 1 microfarad capacity, was 
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Carbon Crossing-Bell Contact Which Has 
Proved Effective in Eliminating 
Blistering 


shunted around the contact. Now, 
there is no blister formed at the con- 
tact as formerly, and the wear of the 
carbon is so slight as to require re- 
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placement only at long intervals. 
Contacts of this type have now been 
in service for more than two years, 
and no failures have resulted which 
could be attributed to them. 


Greasing Trolley Wire 


Reduces Wear 


OR several years the Lehigh Val- 

ley Transit Company, Allentown, 
Pa., has been obtaining good results 
from greasing its trolley wire. 
Miller trolley shoes are used on a 
number of the lines, and at one time 
it was apparent that these were 
causing considerable wear of the 
trolley wire, as the roofs of cars 
showed an accumulation of particles 
of copper. Greasing the wire was 
undertaken to remedy this condition 


The Grease Reservoir and Piping Are 
Installed Inside Car 


and careful observations indicate 
that it has done so. 

An old double-pole car is used for 
the greasing. One pole is used for 
operating the car, while the other is 
equipped for the greasing operation. 
Accompanying illustrations show the 
reservoir, piping and greasing shoe. 
The grease used is Houghten’s L 
Nos. 3 and 4, manufactured in Phila- 
delphia, Pa. Itis placed ina reservoir 
inside the car and is fed from this 
by air pressure through piping and 
hose to the trolley shoe, which 
greases the wire as it slides along. 

The reservoir is 12 in. x 32 in. and 
has a plugged opening at the top for 
filling. The air is piped from the 
air reservoir to a center connection 
of this grease reservoir. A cut-out 
cock installed adjacent to the reser- 
voir permits regulation of the air 
pressure and a gage indicates the 
pressure employed. The grease is 
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forced out of the bottom of the 
reservoir, through a #-in. pipe con- 
nection, thence is led to the roof 
through a 3-in. pipe. A cut-out cock 
is used in this line also for cutting 
off the supply. 

In order to provide for movement 
of the trolley base, the connection 
from the roof to the trolley pole is 
made with flexible hose. A 3-in. iron 
pipe is led along the trolley pole, and 


Greasing Shoe and Basket 


again at the shoe a hose connection 
is used. The greasing shoe has a 
hole drilled through the center for 
the connection, and the grease is 
forced through this and oozes out 
into the shoe. It is thus spread 
along the groove in the shoe and so 
greases the trolley: wire as the car 
operates. 

In order to catch any particles of 
grease that might fall from the shoe 
a sheet-iron basket of about 12 in. 
x 12 in. is hung under the shoe. At 
an air pressure from 60 to 80 lb. 
9 gal. of grease is distributed on 
16 miles of trolley wire. The present 
practice is to grease the wire at 
intervals of from three to eight 
weeks. 


Handy Type Pinion Puller 


ANY methods and devices are 

used in the various shops of 
electric railways for removing pin- 
ions from armature shafts. The old 
method of driving a wedge between 
the back of the pinion and the motor 
housing has been abolished, in most 


Convenient Type of Pinion Puller 


cases, in favor of some type of pinion 
puller. The wedge method frequently 
resulted in damage to the armature 
bearing collar and motor housing. A 
convenient type of pinion puller suc- 
cessfully used in the Harvard shops 
of the Cleveland Railway is shown in 
the accompanying illustration. 


This pinion puller consists of a 
heavy metal plate with slots in which 
are inserted four T-shaped dogs. A 
removable band or ring holds the 
dogs loosely in place. To remove a 
pinion the dogs are spread outward 
so as to pass over the outside of 
the pinion and are then hooked over 
the inside face. The ring is then 
slipped down over them to hold them 
tightly in place. There is a heavy 
screw which works in the end plate 
and presses against the end of the 
armature shaft. By turning this 
jackscrew with a _ long-handled 
wrench, pressure is ex- 
erted on the pinion teeth 
from the rear, and this 
pressure pulls the pin- 
ion off. The outside 
end of the metal plate 
has a squared portion, 
so that a wrench can be 
placed on it to hold it 
in position while the 
pinion-pulling operation 
is taking place. By the 
use of different - sized 
rings the same pinion 
puller can be used to 
remove pinions of vary- 
ing sizes. This partic- 
ular type of pinion 
puller is the invention of Christian 
Reinker and has been patented by 
him. 


Rail Made Positive Pole for 
Welding in Havana 


HE annual report for 1922 of the 

Havana Electric Railway, Light 
& Power Company discloses at least 
one advantage for the double-trolley 
system used in that city. The state- 
ment is made that in track welding 
from the trolley circuit in Havana 
the track is made the positive elec- 
trode, so that the company gets one 
advantage of a motor - generator 
welder without the complications. 
Since the greater part of the heat in 
an are is at the positive electrode 
there is an advantage in having the 
rail the positive pole. A puddle of 
metal will thus be maintained at the 
welding point, so that the molten 
metal which is being applied will 
form a better union with the rail. 
Where connections are reversed and 
the rail is connected to the negative 
side, there is a tendency for the mol- 
ten metal to fall on a comparatively 
cold surface, so that an imperfect 
weld may result. During 1922 the 
company ordered two more are weld- 
ers and now has four. They are 
being used extensively. 
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Potential transformer 
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New Equipment 


Available 


New Low-Energy Relays 


HE Westinghouse Electric & 
Manufacturing Company has 
added to its line of relays low- 
energy instruments, to be known as 
the low-energy Type CO and low- 
energy Type CR relays. Each is 


CP ground Type CO ground 
protection relay 


/le 
Switch +- 


Generator Station Bus Bors 


Diagram Showing the Method of Using CO and CR 


Ground Protection Relays 


made in 4 to 12-amp. and 4 to 
23-amp. ranges. 

In the higher range the CO relay 
is designed for use where low-ratio 
bushing-type current transformers 
are the only convenient means for 
supplying energy to the relay. It 
should be used for line sectionalizing 
and the overload protection of power 
transformers where the low energy 
type is necessary. 

The lower ampere range is in- 
tended for the differential protection 
of generators, large motors, etc., 
where a sensitive relay is desirable 
and where the current transformers 
on both sides of the main winding 
can be exact duplicates, but it is too 
sensitive for the differential protec- 
tion of power transformers. 

The low-energy CR relay in the 
4 to 12-amp. range is intended for 
line sectionalizing to protect against 
short circuits in exactly the same 
way as the standard CR, except that 
the low-energy type is necessary 
where the transformers are of the 
bushing or any other type that can 
carry only a small secondary bur- 
den. The 4 to 24-amp. relay is used 
as a ground relay for automatic sec- 
tionalizing of transmission lines. 
Only one ground relay is required for 
each circuit, and short circuits are 
taken care of by line relays. 
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Amended Contract Ready 


Electors of Saginaw on June 25 Will 
Vote on Fifteen-Year Grant with 
Ten-Cent Cash Fare 


After a series of conferences between 


the City Council of Saginaw and Otto 


Schupp, grantee under the last two 
street car-bus franchises, a modified 
contract has been prepared and accepted 
by the bondowners’ protective commit- 
tees on the defunct Saginaw-Bay City 
Railway. 

Because of the elimination of some 
of the objectionable features of the last 
two contracts those who have striven 
during the last two years to obtain a 
satisfactory solution of the transporta- 
tion problem in Saginaw believe that 
the measure will be approved by the 
electors on June 25, particularly as it 
has the support of a friendly city ad- 
ministration. 

Since Aug. 10, 1921, the city has de- 
pended upon buses of all types to trans- 
port the people. Attempts have been 
made to secure the return of street cars 
with motor bus extensions, but they 
have all failed, once through an error 
of an election inspector and the other 
time by about 100 votes short of the 
majority of three-fifths necessary for 
approval. A franchise for city-wide 
motor bus operation attracted only a 
few more votes than the negative vote 
cast against the railway proposition. 
These contracts were submitted during 
the administration of a hostile Council. 
Since the election on April 2, a new 
Mayor and two Councilmen chosen on a 
street car platform have taken the lead 
in preparing a new contract. 

Many believe that the previous grants 
were defeated on account of the pro- 
vision fixing the grant at twenty-five 
years, stipulating the rate of fare for 
only two years and authorizing the 
State Public Utilities Commission to 
settle disputes and adjust the rate of 
fare on a value fixed after the two-year 
period, on application of either party. 

The franchise now before the elec- 
tors was drawn with these provisions 
eliminated. The term of the grant is 
fifteen years, and fares are to remain 
unchanged during this entire time. The 
cash fare is to be 10 cents, with four 
tickets for 25 cents. Six school tickets 
will be sold for 25 cents. There will be 
universal transfers. 

Any disputes between the operating 
company and the City Council will be 
settled by arbitration, the three mem- 
bers of the board to be citizens of 
Saginaw. One is to be appointed by the 
company, one by the City Council, and 
the other by the Federal Judge of the 
district of which Saginaw is a part. 


Should either party fail to appoint an 
arbitrator, the other, upon proper writ- 
ten notice, can appoint the third and the 
decision of the board is final. 

Before the franchise can be assigned, 
the company must deposit $400,000 for 
the purpose of rehabilitating the prop- 
erty and certain renewals must be made 
upon thirty days notice from the Coun- 
cil. The company is relieved of all 
paving and repaving, but must keep the 
paving between and 12 in. outside of its 
tracks in proper repair. Should the 
company fail to do this work, the city 
will proceed, charging the cost to the 
company. To assure payment, the 
grantee must maintain a revolving fund 
of $1,000 for the purpose. 

The board of directors is to consist of 
nine members, and not less than six to 
be citizens of Saginaw. The directors 
must be approved by the Mayor and 
Circuit Court judges. 

The present rolling stock of the com- 
pany will be used, but must first pass 
inspection by the Council, and before 
motor buses are purchased the specifi- 
cation must be approved by the Council. 

The frequency of service and type of 
equipment, routes to be traversed, seat- 
ing capacity, etc., are to be regulated 
by the City Council. 

The city has the right to purchase 
the property at any time. If the com- 
pany and the City Council cannot agree 
upon the price, it is to be fixed by 
arbitration. 

Ninety days are allowed for the or- 
ganization of the company after accept- 
ance by the city, as it was believed it 
would take that long to get the prop- 
erty out of the bankruptcy court. 


Waves Increased Three Cents an 
3 Hour in Alton 


The receivers of the Alton, Granite 
& St. Louis Traction Company and the 
employees have arrived at a settlement, 
whereby wages are to be increased 3 
cents an hour, effective May 1, 1923. 

On the city lines in Alton, where 
practically all the cars are of the one- 
man type, the new wage, in cents per 
hour, is as follows: 

Bor the Pranithree months. ......6 60... 45 

INES Rie ROM MIS es ohn eck ee ce ee pe 

One year and thereafter................52 

Four cents additional for men when oper- 
ating one-man cars. 

On the interurban lines, the new scale, 
in cents per hour, is as follows: 


For the first three months..............50 
IVCRE NUON ATOMAUR CC, . i. oe pe ee ete tea DD 
ONOVyoateondeMBETeAter. 6... 6 ee ce ee ws 56 


The Hast St. Louis & Suburban Rail- 
way and the East St. Louis Railway are 


arbitrating wages, but have agreed on 
all working conditions. 


Adopts Resolutions 


Spartanburg Chamber of Commerce 
Makes Requests of City Council— 
Railway Seeks Abandonment 


The railway problem affecting resi- 
dents of Spartanburg, S. C., for more 
than a year appears to be on its way 
toward a settlement. At a recent con- 
ference held at the Chamber of Com- 
merce at which were present officials of 
the Spartanburg Chamber of Commerce, 
members of the State Railroad Commis- 
sion and a number of citizens, two res- 
olutions were passed by the board of 
directors. The first one, suggested by 
Charles O. Hearon, a director of the 
Chamber of Commerce, was in the na- 
ture of a request to the City Council 
of Spartanburg to explain to the people 
its aim and policies with respect to the 
South Carolina Gas & Electric Com- 
pany. The second resolution, offered 
by John B. Cleveland, was a request to 
the City Council to protect the railway 
from the competition of jitneys over the 
streets on which electric cars are 
operated. 

H. H. Arnold, member of the Rail- 
road Commission, gave the commis- 
sion’s views on the situation. He out- 
lined events from Jan. 10, when the 
company gave notice that it would 
cease to operate, and through the time 
that the commission took over the prop- 
erty. He asked for the hearty co-opera- 
tion of the citizens of the city, saying 
that if the local railway was dismantled, 
junked or sold the entire city would 
suffer. He announced that the 5-cent 
fare started some weeks ago at the 
suggestion of the commission had more 
than doubled the number of passengers 
carried, but that, as had been expected, 
there had not been a corresponding 
increase in revenue. 

B. T. Earle, president of the Bank of 
Commerce and a director in the South 
Carolina Gas & Electric Company, 
spoke in behalf of the railway, saying 
that the people of Spartanburg rode 
too much in automobiles. 

The meeting was the result of a hear- 
ing before the commission on April 27 
held at the request of the South Caro- 
lina Gas & Electric Company with a 
view to providing the people of Spar- 
tanburg with information as to the 
progress the railway was making under 
the direction of the South Carolina 
Railroad Commission. At the hearing 
the railway sought permission, in the 
absence of constructive suggestions, to 
abandon its urban’ and suburban elec- 
tric lines. 

Attorney Earle, representing the 
company, reviewed its recent history. 
He referred to the destruction of the 
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dam at Gaston Shoals on Broad River 
some years ago as a reverse to the com- 
pany, followed by the trying war-time 
period. He told then about the appoint- 
ment of the receiver, the subsequent 
winding up of the affairs of the old 
company and the organization of a suc- 
cessor. The new company, he claimed, 
was paying $35,000 annually in extra 
and unnecessary interest, because the 
city refused to make certain conces- 
sions. Further, he brought out the fact 
that less than 2 per cent of the popula- 
tion of the city of Spartanburg patron- 
ized the electric railway cars. So the 
company felt that the only way was to 
abandon the local railway system un- 
less the commission was able to work 
out some scheme whereby the company 
could operate on a paying basis. He 
said that the company was willing to 
try the bus as an experiment, but that 
the Council would not permit the test. 

President Tripp said expenses could 
not be lowered appreciably if the pres- 
ent service was maintained. 


New York State Men Accept 
New Scale 

New York State Railway employees 
in Syracuse, Utica and Rochester voted 
on June 1 to accept a new wage scale 
offered by the railway calling for 51, 
53 and 55 cents an hour, an increase of 
5 cents over the present scale. The 
employees sought 65 cents as top scale. 


Wants Jitneys Barred from 
Detroit Streets 

A move has been made to bar jitneys 
from the streets of Detroit upon the 
recommendation of Ross Schram, as- 
sistant general manager of the Depart- 
ment of Street Railways. The city’s 
legal department is prepared to proceed 
with the injunction proceedings and 
May 381 was set by the judge as the 
date for hearing arguments in the case. 
Detroit jitneys have been operating 
since last fall without licenses. When 
former Mayor James Couzens sought 
to bar them from the streets, a tem- 
porary injunction was granted. 


Jitney Men May Protest New 
Birmingham Ordinance 

The Jitney Owners & Drivers’ Asso- 
ciation of Birmingham, Ala., may con- 
test the legality of the agreement re- 
cently made between the Birmingham 
Railway, Light & Power Company and 
the city regulating the operation of the 
jitneys after July 1. 

The agreement, as explained previ- 
ously in the ELECTRIC RAILWAY JOUR- 
NAL, does not interfere with the opera- 
tion of suburban jitneys, but states that 
no jitneys will be allowed to operate in 
the down town section on streets where 
there are railway lines, or within four 
squares of a railway line. 

The railway, if this ordinance is put 
into effect on July 1, will reduce cash 
fares from 8 cents to 7 cents and sell 
tickets at 6 cents, with an additional 
charge of 2 cents for transfers, the 
same as at present. 
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Chicago Rapid Transit 
Report Nearly Due 


Some of the Particulars of Major Kelker’s 
Forthcoming Plan Are Made Public— 
Recommends Co-ordinated System 


An extract from the proposed phys- 
ical transportation plan for this city was 
submitted on May 21 by Major R. F. 
Kelker, Jr., consulting engineer for the 
local transportation committee of the 
City Council. The full report will prob- 
ably be ready about June 15. 

The plan, involving an estimated ex- 
penditure of $375,833,000, embraces a 
unified system of surface and elevated 
lines and subways. In recommending 
this plan Major Kelker states that it 
was based on the following general 
premises: 


1. Long-haul traffic should be carried on 
rapid transit lines. . 

2. Short-haul traffic should be carried on 
surface lines so operated as to serve the 
feeders to the rapid transit lines. 

3. Transfers should be permitted and 
encouraged between surface and rapid tran- 
sit lines in order to make rapid transit 
service accessible to all. 

4, Existing transportation systems should 
be unified and operated as a single system, 
thereby eliminating competition. 

5. The transportation system of the city 
should be planned for the metropolitan 
area in advance of traffic demand. 

6. Existing structures, as far as possible, 
should be used so as to form a part of a 
complete rapid transit system, and 

7. The transportation system should con- 
nect the various outlying commercial cen- 
ters of the city in such a manner as to 
provide rapid transit without passing 
tes the congested central business dis- 
rict. 


An interesting feature of the recom- 
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features the Kelker plan does not differ 
greatly from the All-Chicago Council 
plan of last year or the Ridgway-Par- 
sons-Arnold report of 1917. 


Inquiry Into Schenectady Strike 
Scheduled—Eight Cars 
Operating 

The much postponed inquiry into 
the causes of the Schenectady trolley 
strike, under the auspices of the State 
Industrial Commission, was scheduled 
to start on May 31. 

The Schenectady Railway is oper- 
ating eight heavily screened cars with- 
out police guards. So far no disorders 
have been reported and the cars which 
have been operated have had few pas- 
sengers. It is anticipated the next 
move of the company will be to obtain 
a court order restraining jitneys from 
operating in the city of Schenectady. 
This order will be opposed by the city 
administration on the ground that com- 
plete service has not been restored by 
the company inasmuch as it has 128 
cars in its carhouses. 

No attempt has yet been made to 
operate interurban service. The labor 
people are organizing a “We Will 
Walk” club in anticipation of a court 
ruling which will discontinue jitney 
service. 

With the state police called upon to 
enforce the provisions of the anti-Klu- 
Klux-Klan law recently signed by the 
Governor, it is not anticipated that 
this body will be sent into Schenectady. 


TRACK MILEAGE OF THE UNIFIED TRANSPORTATION SYSTEM—MILES OF SINGLE TRACK 


Existing First Period Second Period _ Construction Unified 

Systems of Construction of Construction Period Totals System Total 
Rapid transit subways. .... None 17.6 37.3 54.9 54.9 
Elevated railroads......... 162.0 137.0 67.2 204.2 366.2 
Total rapid transit lines... 162.0 154.6 104.5 259.1 421.1 
Street car subways........ None None Rick phan) 23 
Street railways............ 1,060.0 153.0 95.5 248.5 1,308.5 
Total mileage........... 1,222.0 307 6 202.5 510.1 1,732.1 


mendations is the proposal for the uni- 
fication of all lines in one system, thus 
giving passengers a universal transfer 
from one class of service to another. 
With a-unified system, it is expected 
that 80 per cent of the traffic will be 
carried on the rapid transit lines and 
20 per cent on the surface lines. At the 
present time the reverse is true. It is 
the intention that the surface lines 
should be the feeders to the rapid tran- 
sit lines, and thus eliminate the neces- 
sity of traveling long distances in street 
cars. In this manner a large number 
of through route cars, which pass 
through the loop, would be discontinued 
and thus relieve traffic congestion in the 
central business district. 

The construction program has been 
divided into two periods, as follows: A 
first period construction, which includes 
such parts of the plan as are urgently 
required and can be definitely located 
at this time, and a second period of 
construction, which includes the remain- 
ing parts of the plan. A considerable 
extent of elevated track is proposed, 
as shown in the accompanying table. 

It is understood that in its broad 


Nor is it expected that there will be 
any cause for its presence. 

It now looks like a long drawn out 
struggle with thousands of dollars lost 
to Schenectady merchants, much incon- 
venience to the public and heavy finan- 
cial expense to the railway company. 


Seven Traction Bills Signed by 
New York Governor 


Among recent legislation affecting 
the transit situation in New York Gov- 
ernor Smith signed seven bills. They 
are as follows: 


Johnson bill amending section 93 rail- 
road law, relative to maintenance and _ re- 
pairs of roadways and approaches of bridges 
over railroads by villages of less than 1,200 
population, 

Van Wagenen bill amending section 78 
railroad law, relative to length of coal 
jJimmies, by extending time within which 
all cars operated must conform to section, 
to July 1, 1924, a period of one year. This 
chapter, 519 of the laws of 1923, affects 
a number of urban electric as well as 
steam roads. 

Farrell bill directing Coney Island & 
Brooklyn Railroad, Brooklyn City Railroad 
and Nassau Electric Railroad companies to 
restore service on Park Slope line. Brook- 
lyn, and authorizing the Transit Commis- 
sion to waive issuance of transfers. 

Clayton bill authorizing the Transit Com- 
mission to extend for one year operation 


June 2, 1923 
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of the Church Avenue line of the Nassau 
Electric Railroad, Brooklyn, without ex- 
changing transfers. 

Reich bill authorizing the Transit Com- 
mission to extend for one year operation 
of the Park Avenue line, Brooklyn, without 
expanging transfers. 

Knight bill amending the public service 
commission law, by increasing the number 
of officers of corporation required to file 
reports with commission, who may verify 
such reports and giving the commission 
discretionary power to extend the time 
within which corporations required to file 
reports may do so, 

Sheridan bill amending chapter 788 of 
the laws of 1917, relative to the removal 
of the Manhattan Railway structure at 
Forty-second Street, New York City, by 
providing for extinguishment of all rights 
to structure, or to maintain same and 
assessing cost. 


International Railway Officer 
Refuses to Act as Witness 


Herbert G. Tulley, president of the 
International Railway, Buffalo, refused 
to be a witness at the investigation 
into the causes of the strike of. plat- 
form men on the local and interurban 
lines started last July. It was intended 
to hold the hearing before Bernard 
L. Schientag of the New York State 
Industrial Commission. President Tul- 
ley refused to answer questions and 
said the strike was a dead issue and 
the company was operating cars with 
trained and efficient employees on nor- 
mal schedule. 

Upon advice of counsel, President 
Tulley refused to produce the books 
and records of the traction company 
and contended from the start of the 
investigation that the commission had 
no jurisdiction or power to act in the 
matter. Among the witnesses at the 
inquiry were James H. Vahey of Bos- 
ton, attorney for the Amalgamated 
Association; William F. Fitzgerald of 
the organization ‘staff of the Amalga- 
mated and Clarence F. Conroy, busi- 
ness agent of the Buffalo local. Cole- 
man J. Joyce, general counsel for the 
Mitten interests of Philadelphia and 
Buffalo; James R. Sweeney of Penney, 
Killeen & Nye, counsel for the Inter- 
national, and President Tulley also 
attended the hearing but refused to 
participate. Mr. Joyce contended: 

That the International has a complete or- 
ganization of permanent employees working 
under a written agreement between the 
company and the present employees made 
Dec. 20, 1922, which provides for the man- 
ner and conduct of employment mutually 
satisfactory. 

That the commission has no jurisdiction 
to make an inquiry into the cause of a 
strike of former employees which occurred 
July 1, 1922, because the controversy ter- 
minated by the employment of men now 
under contract and therefore no strike, lock- 
out or industrial controversy exists or is 
susceptible of settlement. 

Further objections. were made by 
counsel for the railway to producing 
books and papers on these grounds: 

That the commission has no authority 
to inquire generally into expenditures of 
the International for strike purposes or to 
inquire into the expendtures on account of 
the strike. 

That the commission has no authority to 
inquire into action taken by the protective 
committee of the International bondholders 
referred to as reorganization. 

That the commission has no authority 
to inquire into the revenue of the Inter- 
national or financial arrangements made by 
the company since July 1, 1922, or into the 
affairs of employees of the Philadelphia 
Rapid Transit one: or into the books 
and papers of the International bondhold- 
ers’ committee or Philadelphia employees 


with respect to any matter mentioned in 
the subpoena upon the company’s officers. 


That no matter mentioned in the sub- 
poena is relevant to the causes of the strike 
of former employees. 


At the adjournment of the hearing, 
Commissioner Shientag said he would 


make a ruling later whether or not 


President Tulley would be compelled 
to testify at a continuance of the 
investigation. 


No Agreement in Chicago 


Company Is Firm in Its Stand that It 
Cannot Increase Wage—Mayor 
Seeking Arbitration 


Negotiations between the Chicago 
Surface Lines and the men ended after 
a futile conference on May 28. Those 
attending the conference were Henry A. 
Blair, president of the Chicago Sur- 
face Lines; Guy A. Richardson, vice- 
president in charge of operation; John 
M. Roach, vice-president Chicago Rail- 
ways; William Quinlan, president of 
the union; William Taber, secretary- 
treasurer, and J. J. Kehoe, recording 
secretary of Local No. 241. The 10- 
cent hourly wage increase demanded by 
the union was flatly refused and the 
meeting ended with no announcement 
of future conferences. 

Following the breaking off of nego- 
tiations the Mayor conferred with both 
sides. He is seeking to have the wage 
controversy settled by arbitration. On 
May 31 he met Henry A. Blair, pres- 
dent of the Chicago Surface Lines, and 
Samuel Insull, chairman of the board of 
directors of the Chicago Elevated Rail- 
roads, at separate meetings. 

Up to the morning of June 1 no break 
had come in the deadlock over wages, 
despite the efforts of the Mayor. Indi- 
cations then pointed to the calling of a 
strike vote early in the week. Mem- 
bers of the union will meet on the night 
of June 4 and if such action is taken by 
the surface car trainmen a special meet- 
ing of the elevated railroad employees 
will be called immediately for a similar 
purpose. 

The wage agreement entered into last 
year expired at midnight on May 31. 
It has been agreed that the old wage 
scale will be continued pending the out- 
come of the present controversy. 

After the meeting last Monday Mr. 
Blair said: 


We informed the officials of the unions 
that the Chicago Surface Lines cannot pay 
the 10 cents an hour increase demanded by 
the motormen and conductors. Officials of 
the union replied they are in duty bound to 
stand pat on the demands of the men. Set- 
tlement of the wage controversy is just as 
far away now as it was when negotiations 
started a few weeks ago. We have come to 
a brick wall so far as a settlement is con- 
cerned, 


Mr. Blair was asked whether another 
conference would be held. He replied 
that he saw no logical reason why one 
should be held. As he expressed the 
matter: 


Both sides have reached a point where 
an agreement seems improbable. The hear- 
ing on the fare finding of the State Com- 
merce Commission has no bearing on the 
situation. The wage dispute is strictly a 
matter of business between employees and 
the employers. 


Mr. Quinlan intimated that he is 
about to send for William D. Mahon, 
international president of the Amalga- 
mated Association. 
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News Notes 


Wages Advanced Five Cents.—An in- 
crease in wages amounting to 5 cents 
an hour has been granted piue unitorm 
men and track workers of the Northern 
Massachusetts Street Railway, Athol, 
Mass. This is practically a 10 per cent 
advance and restores the scale in force 
before the cut of April, 1922, was put 
in effect. 


Ready for Arbitration.—The fifth 
arbitrator for the wage issue affecting 
the employees of the Scranton Railway 
has been selected in the person of the 
Rt. Rev. M. J. Hoban, Bishop of the 
Seranton Diocese. The proceedings were 
scheduled to start on May 31. The 
subject to be arbitrated is simply wages, 
which ‘affect the motormen and con- 
ductors, all of the shop crafts and the 
men in the track department. 


Completes Pleasure Park.—The Chi- 
cago, Ottawa & Peoria Railway, Ottawa, 
ill., has just completed the construction 
of a new pleasure park on Covel Creek, 
4 miles south of Ottawa, on the Streator 
division. It was intended to open 
the park to the public on Decoration 
Day. This new park will provide a 
bathing beach that will accommodate 
1,000 people at one time, boating facili- 
ties, a dancing pavilion, several riding 
devices and other buildings. 


Contract Renewed.— The New Or- 
leans Public Service, Inc., has renewed 
its contract for one year, beginning 
June 1, with its 4,500 workers, includ- 
ing conductors and motormen. The 500 
other workmen, comprising the elec- 
tricians, have a contract which may be 
reopened, by either party, on thirty 
days’ notice. Contracts have been 
signed with the carpenters, blacksmiths 
and machinists in the employ of the 
company on the same hourly rate which 
is now in force. 


Reorganization Deferred. — A _post- 
ponement from June 1 to Sept. 1 in the 
proposed reorganization of the Pitts- 
burgh Railways has been granted by 
the commission. The plan for the re- 
organization of the property, which has 
been under receivership since 1918, was 
started two years ago. In seeking the 
postponement those in charge acting in 
co-operation with the city of Pittsburgh 
told the commission that the pre- 
liminary proceedings are taking more 
time than was expected. 


Reward for Loyalty.—All employees 
of the Johnstown Traction Company 
have been granted an increase in pay 
effective June 1. Those in the service 
three months or less than one year will 
be given a 23-cent advance and those 
in the service one year will receive a 
5-cent raise. This increase will bring the 
pay of three-month employees or those 
in the service less than one year up to 
523 cents and all employees of one year 
or more 55 cents. During the war-time 
period the hourly rate of pay was 60 
cents. 
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Foreign News 


A Turn for the Better at Leeds 


The accounts of the Leeds (England) 
City Tramways for the year ended 
March 31 last show that the total rev- 


enue was £961,507, compared with 
£959,703 in the previous year. The 
working expenses were £599,983, 


against £702,250. After paying capital 
and other fixed charges and allowing 
for permanent way renewals there is a 
surplus of £91,491, as compared with 
a deficit of £43,266 in the previous year. 

The Metropolitan Railway has now a 
bill passing through Parliament with- 
out opposition to authorize the raising 
of £2,000,000 additional capital. It is 
proposed ‘to spend £790,000 on new 
rolling stock, £285,000 on the extension 
of the company’s generating station, 
£168,000 on the electrification of the 
line from Harrow to Rickmansworth 
and £228,000 on widening the line. 

The London Underground Railways 
and associated concerns are working on 
a scheme for facilitating the journeys 
of regular passengers living in the 
outer ring of the metropolis. The pro- 
posal is to issue combined season tickets 
available by underground railway tram- 
car and omnibus. The first trial started 
at Golder’s Green on May 1. From this 
northern terminus of the Charing Cross 
& Hempstead Railway tramcars and 
buses run to and from places farther 
north and the through season ticket 
will enable the passengers to travel 
part of the way by railway and the rest 
of the way either by bus or tramear and 
vice versa. The season ticket rates will 
work out cheaper than the combined 
ordinary fares and the passenger will 
not be restricted in the number of jour- 
neys he makes. 


In Situ Rail-Hardening Process 


Highly satisfactory tests have been 
carried out by the London County 
Council on a stretch of its tramways 
on the Victoria Embankment with Sand- 
berg’s in situ process of hardening the 
tread of rails. The object was to find 
how far the harder surface would re- 
main free from corrugation, so a flat 
curve was chosen where the evil was 
very apparent. For a certain distance 
the rails were treated and the rest re- 
mained untreated. The test began in 
December, 1920, and was continued till 
February, 1923. During the period the 
corrugations on the untreated rails had 
to be ground out three times, while the 
treated track did not corrugate at all. 
The number of cars passing over it 
during the twenty-six months was 
2,092,000. A further test of a more ex- 
tensive nature is about to be begun. It 
may be recalled that the treatment con- 
sists in alternately heating and cooling 
the rail head until it is much hardened. 
A special machine is used to do this and 
the rails do not need to be disturbed. 


It was expected that before the end of 
May practically all the tramways in 
Edinburgh will have been electrified. 
R. S. Pilcher, general manager, cal- 
culates that the cost of running the 
electric cars is about 5d. per car-mile 
less than the cost of working the old 
cable cars. When the whole system 
is electrified, it is estimated that there 
will be a saving in working expenses of 
£125,000 per annum. 


Return Ticket Automatic 
Machines 


What for the want of a better term is 
still described as the “booking”’ of pas- 
sengers has been much facilitated at 
stations on the London Underground 
Railways by the use of “put your money 
in the slot” ticket issuing machines. 
So much has this been so that the com- 
panies are now beginning to experiment 
with return ticket slot machines at 
terminal stations. If the machines 
work all right the success of the ar- 
rangement is secure, as the trouble of 
taking a ticket for the return journey 
is removed. 


English Southern Railway 
Electrification 


It was announced toward the end of 
March that the work of converting to 
electric traction part of the suburban 
lines of the Southeastern section of the 
Southern Railway would be begun 
almost immediately. Particulars of the 
scheme have already appeared in these 
pages. The company hopes to be able 
to work forty trains an hour through 
London Bridge Station during the busy 
periods of the day. The first stage of 
the work will include the lines from 
Charing Cross, Cannon Street, and 
London Bridge to Dartford, all lines 
as far as Orpington and the Bromley 
branch and Mid Kent lines, the routes 
from Victoria and Holborn Viaduct to 
Bickley Junction, and the Crystal Palace 
line. It is proposed at first to have 
sixty eight-car trains. Probably a num- 
ber of the cars will be reconstructed 
from existing rolling stock. 


British Tramway Statistics 


The Ministry of Transport has issued 
its annual return giving statistics of 
all tramway and light railway under- 
takings in Great Britain for the year 
ended Dec. 31, 1921, for companies, 
and March 31, 1922, for local author- 
ities. The tables show that the total 
route mileage open for traffic at the 
end of the year was 2,579 miles, of 
which 1,756 miles were worked by local 
authorities and 823 miles by companies. 
The total gross receipts for 1921-22 
were £32,523,3389 as compared with 
£32,692,209 in 1920-21, and the total 
working expenditure £26,835.292, com- 
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pared with £28,339,706, leaving net re- 
ceipts amounting to £5,688,047 or 
£1,335,544 more than the corresponding 
figure for the preceding year. The 
number of passengers carried during the 
year was 4,256,268 692, a decrease of 
413,647,712, or 8.86 per cent as com- 
pared with 1920-21. Car-miles run 
amounted to 332,079,865, a decrease of 
13,073,720 ‘or 3.79 per cent. Of the 
total car-miles run 98.24 per cent were 
electric car-miles. 


London Tramway Excursions 


It was announced at a recent meet- 
ing of the London County Council that 
on application to the tramway offices 
arrangements could be made for the 
conveyance of parties of children to the 
holiday resorts on the tramway routes. 
The charge for the hire of special cars 
is 7s. 6d. per car single or 10s. return 
for each 1d. of the ordinary fare for the 
journey. Last year 700 parties of chil- 
dren were carried on the cars of the 
municipal railway system. 


Fascisti Favor Private Operation 


Under the new Fascisti Government 
in Italy considerable progress is being 
made toward a change from public to 
private operation of public utilities. It 
is said that within a few months a 
good part of the steam railroads of that 
country will be turned over for opera- 
tion to private companies, and it is 
quite possible that the government may 
sell them outright. The parcel post 
system is already in the hands of a 
private contracting company, the tele- 
phone system is about to follow, and it 
is rumored that the same course will 
be followed with the telegraph. Not 
many of the electric railway lines in 
Italy have been operated by the munici- 
palities, but in a few instances this has 
been the case, notably in Milan. While 
no announcement has been made that 
the Milan municipal street railway is 
to be changed to private operation, 
there is’) a rumor that it may be turned 
back to the company which was for- 
merly operating it, namely, the Milan 
Edison Company. 


Italy Electrifies More Lines 


There have been a number of exten- 
sions of electrification in Italy during 
the past year. One of the most im- 
portant is the Genoa-Turin line, 
equipped on the three-phase system. 
Now, electric operation is in force all 
the way between Modane (at the Mont- 
cenis tunnel) and Genoa. Other divi- 
sions of the state railroads are being 
electrified. The line between Rome and 
Ostia (the harbor of Rome) will soon 
be put in operation with 2,600 volts 
direct current. The locomotives will be 
of the same general type as those on 
the Torino-Cirié-Lanzo-Ceres line. An- 
other high-voltage direct-current line 
to be started this summer is that be- 
tween Domodossola and Locarno in the 
lake district of northern Italy. This 
proposed line will use 1,750 volts direct 
current. 
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Separation Sought 


Bondholders’ Committee Seeks Separa- 
tion of Suburban System from the 
United Railways of St. Louis 


The separation of the so-called Subur- 
ban system from the United Railways, 
St. Louis, and the independent operation 
of the former road is not only possible 
but probable, according to Sam B. 
Jeffries, one of the attorneys for the 
committee of bondholders of the Subur- 
ban system, who have asked the Mis- 
souri Public Service Commission for a 
valuation of the Suburban properties 
as an independent unit in the whole of 
the United Railways system. The com- 
mittee acting for the bondholders in- 
cludes Herman C. Stifel, John H. Long- 
mire, A. C. P. Meyer and John L. 
Johnston, Besides Mr. Jeffries they are 
represented by Cleveland A. Newton 
and Marion C. Early, attorneys. 

The Suburban lines include the Hodia- 
mont Line and Fourth Street to the old 
Suburban Garden, the Kirkwood-Fergu- 
son line and the Florissant line, the 
Sarah Street and the Union lines and 
the line to Meramec Highlands from 
Sarah Street West. 


BONDHOLDERS WANT APPRAISAL 


The holders of the $6,500,000 bonds 
of the old Suburban company desire to 
have the property on which they hold 
a mortgage appraised in order to know 
what they can expect in the reorganiza- 
tion, said Jeffries. It has been inti- 
mated, he said, that the Suburban bond- 
holders may have to take a cut in the 
par value of their securities in the re- 
organization which, in view of their 
present idea of the value of the prop- 
erties, the bondholders do not feel would 
be equitable. 

There are two issues of Suburban 
bonds. The underlying securities are 
of the St. Louis & Suburban Railway 
consolidated first mortgages amounting 
to $4,500,000 issued under a general 
mortgage. This issue was due April 1, 
last, and is now in default. There are 
six months of grace, however, before 
the foreclosure provision of the mort- 
gage becomes operative. 

Mr. Jeffries said that if the Suburban 
general 5s are not: paid at the expira- 
tion of the six months period, the bond- 
holders will have the opportunity of 
foreclosing and forcing a sale. In such 
event the property might be bought in 
by an independent company, or by the 
bondholders themselves. 

One of the Suburban bondholders de- 
clared that the United Railways seemed 
to treat the Suburban properties as an 
“adopted child,’ and the Suburban 
bondholders were ready to take over 
their property and run it themselves. 
It is expected that the reorganization 
plans will develop a contest between 
the Suburban bondholders and_ the 
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holders of the $9,790,000 Transit Com- 
pany 5s as to which issue shall re- 
ceive more favorable treatment. 


Treasury Revokes Corporation 
Tax Income Ruling 


The U. S. Treasury on May 21 re- 
voked its decision of two weeks ago 
declaring exempt from income taxation 
corporation dividends distributed out of 
profits of earnings accrued prior to 
March 1, 1913. 

It was said unofficially in Washington 
that the original decision amending the 
revenue regulations had resulted from a 
ruling on one particular case, and that 
a review of that case had convinced 


$1,104,991 Net for Capital 


Traction 


Results for 1922 Satisfactory to Board, 
Gratifying to Stockholders and 
Creditable to Employees 


The net income of the Capital Trac- 
tion Company, Washington, D. C., for 
the year ended Dec. 31, 1922, was $1,- 
104,991. The number of passengers 
carried in 1922 was 3% per cent less 
than in 1921, due to increased competi- 
tion from bus lines and to the more 
extensive use of private automobiles. 
Automobile registration in the District 
of Columbia was more than 25 per cent 
greater than in 1921. The loss in reve- 
nue was greater than the loss in traffic 
because the rate of fare was, through- 
out the year, less than in the preceding 
year. 

The following comparisons between 
the years 1921 and 1922 give a general 
summary of operations: 


Operating revenue decreased... 


Operating expenses with taxes decreased.................... 


Net income decreased.......... 
Car mileage decreased......... 
Revenue passengers decreased....... 
Total passengers decreased......... 
Operating ratio increased from... . 


$507,156— 9.2 per cent 
190,995— 5.0 per cent 
306,711—21.7 per cent 
204,754— 2.1 per cent 
2;587,402— 3.5 per cent 
2,526,491— 2.7 per cent 
58.4 to 63.4 per cent 


revenue officials that no general applica- 
tion of the determination should have 
been made. 

The ruling now revoked was made 
on May 11 and was referred to in the 
ELECTRIC RAILWAY JOURNAL for May 
19, page 862. It took the form of an 
amendment to the income tax regula- 
tions. It applied to the distribution to 
its stockholders by a holding corpora- 
tion of profits accumulated by subsid- 
iaries prior to March 1, 1913. Under 
the ruling profits so distributed were 
held to be non-taxable, though the 
provision was made that profits ac- 
cumulated since Feb. 28, 1913, must be 
distributed. 


On March 1, 1922, by order of the 
Public Utilities Commission, the rate 
of token fare was reduced from five 
tokens for 35 cents to six for 40 cents, 
the cash fare remaining at 8 cents. 

The Public Utilities Commission, 
after a hearing held Oct. 16, denied an 
application of the Federation of Cit- 
izens’ Associations for a reduction in 
the rate of fare in effect on the lines 
of the Capital Traction Company, taking 
the same position held by it heretofore 
that the rate of fare should be the same 
on all street car lines operated in the 
District of Columbia. 

Net additions to capital during the 
year were $265,669, and consisted chiefly 


SUMMARY OF OPERATIONS OF CAPITAL TRACTION COMPANY, FOR YEAR ENDED 
DEC. 31, 1922 


Panseng@erreyenue.: cinakcs..-....-- : 
Special carrevenue............. 


Total revenue from transportation. 


Net operating revenue..... 


Taxes assignable torailway operation...............2+++5+ 


Operating income.............. 


bree a a tS a rere 


STORS INCOME wags eces sca ss. 


Revenue from operation other than transportation... . 


1922 1921 
$4,966,341 $5,472,924 
20 110 


DEDUCTIONS FROM GROSS INCOME 


Interest on funded debt........... 
Interest on unfunded debt......... 
Miscellaneousrents...............-. 


Rent forleased roads......... 
Miscellaneous debits......... 
Total deductions 


Netincomewosticteov..., 


PROFIT AND Loss STATEMENT 


Credits: ee 
Balance beginning of year..... 
Net income for year........ 


Debits: 


DividenGsier eases esee.)-..:- ‘ 
Miscellaneous.............. 


Credit balance at close of year. . 


| a Bi _. 4,966,361 5,473,034 
3 tae i 27,682 28,165 
4,994,043 5,501,199 
3,167,211 3,220,740 
Reh A 1,826,832 2,280,459 
436,093 573,519 
Toate See "1,390,739 1,706,940 
Set 34,906 18,412 
ame? 1,425,645 1,725,352 
$280,300 
(aaa, 22,433 
1/309 
See 12,604 
4,008 
dete 320,654 313,648 
ae 1,104,991 1,411,704 
$1,089,585 
1,104,991 
ee 294 577 
840,000 
1 
840,010 


$1,089,586 


$1,354,567 
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CAR-MILE AND REVENUE AND TRANSFER STATISTICS OF CAPITAL TRACTION COMPANY 
CaR-MILES 


1922 1921 1920 1919 

Chey lines oscnos so oodaweine Fo Matec ee eae as ane 8,582,366 8,818,335 8,894,931 8,558,385 
Chev y Chase line. Sea wists Haale eee x 815,819 785,367 764,993 755,149 
Washington and Maryland line. . ae Slgar C oe 153,177 152,414 149,347 147,544 

Total all lines, \Saete: on ah anh aeca ties Mar ete 9,551,362 9,756,116 9,809,271 9, 461, 078 

REVENUE AND TRANSFER PASSENGERS 
1922 1921 

Number of passengers carried-at Scents... 2.5... eee eee eee ee wees arecetes 15,303,295 13,719,351 
Number of passengers catried at 74 conta, ..i..5 .ee bes ee nee RUE, ge ee ee 38,820, 788 
Number of passengers carried at 7 cents.... 2.0.0.0 0. 06 cee eee ee eee 9,263,546 19,609,398 
Number of passengers carried at 64 cents...........). 0.000005 ees 45,025,583 
Number of passengers carried at 5 cents..4..6.0: seen cesesaneueessesneregtes 972,779 984,369 
Number of passengers carried at 3:cents.....5 0.0.4 cunt vn neev ewe ei es © 321,724 340,423 

Totabrevenue Passengers. so... aks fore daha y eases /aiaies Werelyltaly aes ee 70,886,927 73,474,329 
Other passengers: 

Il-cent inter-company transfer passengers. ............00 eee e ence e eee eeeues 2,636,136 2,438,628 

2-cent bus transfer PASSENIBEKR: ips oi 4.5 a v's eure /tm baa aie Sree piesa ae ai nT se 1,009 . .) Sh sec 

Free bus transfer passengersice soe. 5 eure. wc a 0 ns nee a cle pe ee olnte nnn 202) Lica 

Capital Traction Company free tr ansfer passengera.. rica s teeter. 18,182,305 18,256,680 
Other free passengers: 

Employees...........+ 883,835 951,395 

Police and firemen. * 82,496 78,369 

Total passengers o. icss a oie ccsie oy ck nye ere 4s Kw angen es ea) 0s Rr be et ee 92,672,910 95,199,401 
" * Exclusive of policemen and firemen riding free while in uniform. 
of betterments to track, additions to company’s various properties in the 


the conduit and cable system, the sub- 
stitution of modern type stokers in four 
of the boilers at the Georgetown Power 
Station, and final payment on substa- 
tion No. 4 building and equipment. This 
figure is net after deducting $111,137, 
the value of equipment abandoned at 
the Georgetown and Chevy Chase power 
stations. 

The net increase in depreciation re- 
serve for the year was $238,437, bring- 
ing the total reserve at the end of the 
year to $1,419,658, of which $690,000 is 
invested in government securities, $86,- 
430 is held on deposit bearing interest, 
and $643,227 has been advanced for cap- 
ital expenditures. 

Tax accruals in 1922 amounted to 
$436,098, a decrease of $137,426 from 
the preceding year due to smaller reve- 
nues and the elimination of the excess 
profits tax. 

It is interesting to note that the com- 
pany now has in the service 126 em- 
ployees (10.6 per cent of the total) who 
have been with the company twenty 
years or more. 

It is explained that competition from 
the buses has had a tendency to in- 
crease, numerous applications being filed 
by the Washington Rapid Transit Com- 
pany and others for the operation of 
bus lines, some of them paralleling the 
railway tracks. The commission has 
expressed its policy not to grant such 
parallel service. The Capital Traction 
Company joined with the Washington 
Railway & Electrie Company in an ap- 
plication for permission to operate a 
bus line through Cleveland Park con- 
necting with Capital Traction lines at 
Connecticut Avenue and Woodley Road 
and with the Washington Railway & 
Electric Company lines on Wisconsin 
Avenue and at Connecticut Avenue and 
Columbia Road. This application was 
granted and operation began in Decem- 
ber. Transfers selling for 2 cents each 
are issued to the lines of both com- 
panies, and the loss or profit from oper- 
ation shared equally. 

Insurance policies on the principal 
properties of the company expiring June 
22, 1922, were renewed for a period of 
three years at a slightly reduced rate. 
Fire insurance is now carried on the 


sum of $4,822,900. 


Ford Makes Short-Term Loan to 
Detroit 


The City Council of Detroit, Mich., 
on May 22 authorized the comptroller 
to negotiate a short term loan to enable 
the street railway department to com- 
mence at once its work on extensions. 

The Municipal Railway has outlined 
its building program for the summer, 
including some important extensions. 
In order that the department may not 
be delayed the money will be raised for 
this work at once. 

The Street Railway Commission re- 
quested a loan of $2,500,000, but the 
Council decided not to borrow more 
than $1,000,000 until the increase in 
the city’s assessed valuation is ascer- 
tained next month. 

It has since been announced that 
Henry Ford has agreed to advance a 
short-term loan of $500,000 to the city 
at 4 per cent and that he is prepared to 
offer further to finance the city to the 
extent of as much as $10,000,000 at de- 
cidedly favorable interest rates. 

The Legislature has increased the 
bonding limit to enable the expenditure 
for subways, but this matter is subject 
to further consideration before loans 
based upon increased valuations can 
be negotiated. 


Receives Permission to 
Issue Bonds 


The Public Service Commission of 
Alabama has granted authority to the 
Mobile Light & Railroad Company to 
issue 6 per cent mortgage bonds to the 
amount of $245,000 to refund bonds 
which have become due. The new bonds 
will mature on May 1, 1950. An oper- 
ating statement presented to the com- 
mission showed a net income of $1,697 
for April, after caring for all obliga- 
tions and allowing for the sinking fund 
account. The total revenue of the com- 
pany for April was $67,471 and the sur- 
plus after all operating expenses had 
been deducted was $3,781. A total of 
$2,083 was credited to the sinking fund 
account, 
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North American Company In- 
creases Its Wisconsin Holdings 


Control of the Wisconsin Traction, 
Light, Heat & Power Company has 
passed into the hands of the North 
American Company, through the pur- 
chase by the latter of the stock in the 
Wisconsin ccmpany held by John I. 
Beggs, Charles F. Pfister and Fred 
Vogel, Jr., Milwaukee. 

The deal, according to Mr. Beggs, 
means only that the North American 
Company is extending its holdings of 
public utility properties in Wisconsin. 
Mr. Beggs said: 

The North American Company has been 
a stockholder in the Wisconsin Traction, 
Light, Heat & Power Company. It has 
been the second largest owner, and with 
the acquisition of the interests held in 
Milwaukee gains a controlling interest. It 
means merely the extension of the North 
American Company holdings in Wisconsin. 

The company operates railway lines 
in Appleton, Neenah and Menasha, with 
21.24 miles of track, and also operates 
motor bus lines. Its properties are 
valued at about $7,000,000 and annual 
revenues are about $1,500,000. The 
management of the property will re- 
main unchanged. 


Auction Sales in New York.—At the 
publie auction rooms in New York there 
were no sales of electric railway securi- 
ties this week. 

Reorganization of Suburban Lines 
Being Arranged._—Le Roy T. Harkness 
of the New York Transit Commission, 
has announced that plans are being for- 
mulated for the reorganization and re- 
adjustment of the Long Island Traction 
Company and the Long Island Electric 
Railroad, both owned jointly by the 
Interborough Rapid Transit Company 
and the Long Island Railroad, and oper- 
ating in Queens and Nassau Counties. 


Will Subscribe to New Stock.—Stock- 
holders of record of April 24 of the 
Washington Water Power Company, 
Spokane, Wash., have the right to sub- 
scribe to new 10 per cent stock at par. 
Payment for new stock will be due by 
June 15. The company has reported for 
the first quarter of 1923 net earnings of 
$499,378, equal to 2.72 per cent on the 
$18,330,200 capital stock outstanding. 
In the first quarter of 1922 net earnings 
amounted to $429,153, equal to 2.41 per 
cent on the $17,779,800 capital stock 
outstanding. 

Bonds Offered.—R. L. Day & Com- 
pany, Estabrook & Company, Harris, 
Forbes & Company and Merrill, Old- 
ham & Company are offering at 98 and 
interest yielding about 6.25 per cent 
$3,000,000 of the Boston Elevated Rail- 
way 6 per cent ten-year gold bonds. 
The bonds are due on June 1, 1933 with- 
out option of prior payment. Of the 
proceeds of this issue of bonds, $700,- 
000 will be used to reimburse the com- 
pany for money used to pay at maturity 
on Jan. 1, 1923, a like amount of West 
End Street Railway debenture 43 per 
cent bonds. The balance will be used to 
provide for extensions to the company’s 
power station in South Boston, for new 
shops in Everett and for the George 
Street storehouses in Somerville. 
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Extra Pay for Politeness 
_in Muskegon 


The Muskegon Traction & Lighting 

Company, Muskegon, Mich., is going 
to make it pay to be polite. It has 
introduced a bonus plan for conductors 
and motormen based on the success of 
the platform men in being courteous 
and polite to customers. Under the 
plan the year is divided into two 
periods, the first bonus of $30 being 
payable on July 1 and the second on 
Jan. 1. The plan is retroactive to 
gan. 1, 1923, 
' Every employee starts with a credit 
of 1,000 points, and all who have 800 
points to their credit at the end of the 
six months period are to receive the 
full bonus. The company has prepared 
a special rule book. Deductions are 
made for the violation of certain rules. 
In addition extra points will be 
awarded for any outstanding acts of 
courtesy, loyalty or safety. Plans will 
be made for paying an additional sum 
over the regular bonus to employees 
who maintain the full 1,000 points at 
the end of the period. 

The bulletin states that it is the 
purpose of the company not only to 
provide for the safety and comfort of 
the public, but also to see that the 
public receives courteous treatment. 
Further, that the employees are ex- 
pected to treat the public politely and 
show the public consideration. As for 
the employees themselves, they must 
maintain a neat personal appearance 


while on duty. 


George Steinwedel, president and 
general manager, said he believed that 
90 per cent of the employees would 
earn the full bonus. Remarking that 
the purpose was twofold, Mr. Stein- 
wedel said: . 


We wanted some way to reward those 
employees who give us a little more than 
the full service. Under the old system we 
had no way to reward them. The bonus 
plan will provide a means. In the second 
place we wanted to impress on the public 
and the men that our aim is to give service. 

The plan was well received by most 
of the employees. The company had 
been working out details since Jan. 1, 
and it was considered a part of the 
plan of the company started two years 
ago to win the popular approval of the 
public in operation of the street cars 
and the management of the company. 


Buses Will Replace Railway 
in Brattleboro 


W. A. Buttrick, vice-president of the 
Twin States Gas & Electric Company, 


has announced that motor buses will 


replace trolley cars in Brattleboro, Vt., 
soon and that tracks will be torn up. 
He says the company cannot be ex- 
pected to operate the railway at a loss 
and claims that it may substitute bus 


service under the recent law putting 


bus lines under supervision of the Public 
Service Commission. A 10-cent fare for 
buses is proposed. 


Safety Enters Amid a Great Din 


Through the efforts of Barron Collier, 
Special Deputy Police Commissioner of 
Greater New York in charge of safety, 
Friday, May 25, was observed as safety 
day in the metropolis. Safety hour, be- 
ginning at 3 p.m., when schools are dis- 
missed, and ending at 4 p.m., also was 
observed for the first time, and will 
continue to be observed every day 
throughout the remainder of the pres- 
ent school year. 

At 3 o’clock on May 25 New York 
heard safety hour ushered in with a din 


Aunty J.Walker 


Aunty J. Walker as Shown in 
the Placards 


such as it seldom has experienced. For 
one minute factory, ferry and steam- 
boat whistles blew, church bells rang, 
taxicab, truck and other motor vehicle 
horns honked and other loud noises 
were made from Yonkers to the Bat- 
tery. This din will be repeated every 
day now at 2:59 o’clock in the afternoon 
until June 29. 

The outstanding feature of the day 
was the introduction of “Aunty J. 
Walker,” a woman figure whose special 
mission in life is to break folks of the 
habit of jay-walking, or crossing 
streets at places other than the regular 
crossings. Aunty J. Walker was intro- 
duced to New York through the medium 
of posters, car cards and an animated 
figure who appeared at prominent 
points throughout the city with Mr. Col- 
lier while the Commissioner was ad- 
dressing the crowds. 

Aunty J. Walker proved such a strik- 
ing feature and impressed the jay- 
walking lesson so strongly on the New 
York public that the Advertising Sec- 
tion of the American Electric Railway 
Association has arranged with Mr. Col- 
lier to use the figure in a series of 
window signs and posters for the bene- 
fit of the entire electric railway indus- 
try. The signs are now being made and 


samples of them soon will be forwarded 
to companies as a part of the regular 
service of the Advertising Section. 


Council Will Pass Over Mayor’s 
Veto in Seattle 


The Seattle City Council will pass 
over the veto of Mayor E. J. Brown the 
ordinance providing for increasing 
fares on the Seattle Municipal Railway 
lines from 5 cents to 10 cents cash, or 
three tokens for 25 cents. The veto 
causes a delay in placing the ordinance 
in effect, as thirty days is required to 
pass after the bill has been vetoed be- 
fore it is placed in effect, which means 
that the increased fare will not become 
effective before July 5. The delay in 
passing the carfare ordinance compli- 
cates further the railway’s financial 
situation, in that it makes necessary a 
return to the warrant basis for supplies, 
and a possible issuance of warrants for 
the June 10 pay day of trainmen. 

Mayor Brown in his veto message ex- 
pressed the opinion that the time has 
arrived to solve the question for all 
time of the rewriting of the “impos- 
sible” $15,000,000 purchase contract, 
and that terms, conditions and methods 
for its solution should be agreed upon 
before any increase of charges for 
street car fare is made. 

No plan has been decided upon by the 
special committee appointed to formu- 
late a proposal for the rewriting of the 
contract. Councilman E. L. Blaine’sug- 
gests that the proposal to pay $1,000,- 
000 yearly for a period of nineteen 
years and six months from the date of 
purchase, based upon an interest rate 
of 4 per cent, should be telegraphed to 
the bondholders, but this action has not 
been agreed upon. In the meantime, 
Mayor Brown would shift the entire re- 
sponsibility to the City Council mem- 
bers, expressing a willingness to co- 
operate in any possible way with them. 

Another plan proposed by the city 
utilities committee for possible increase 
of revenue is the installation of the $1 
weekly pass plan, providing for the 
issuance of transfer to the lines of the 
Seattle & Rainier Valley Railway on 
the same basis as to municipal lines. 
Walter M. Brown, general manager of 
the Rainier lines, states that his com- 
pany would be willing to accept the 
proposition should the city agree to 
remit the payment of the annual fran- 
chise tax of $11,000 and would agree to 
pay the company on the same basis now 
paid the municipal lines for carrying 
police and firemen, amounting to $4,000 
yearly. 


Bus and Trollibus Rights Granted 


Two ordinances were passed recently 
by the City Council of Philadelphia 
granting subsidiaries of the Philadel- 
phia Rapid Transit Company franchises 
for operating a bus line on Roosevelt 
Boulevard and a trackless trolley line 
on Oregon Avenue. When the ordi- 
nances were finally placed before the 
Mayor he vetoed them, but the Council 
over-rode the veto. The Mayor objected 
to a provision for a 10-cent fare. Repre- 
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sentatives of the Philadelphia Rapid 
Transit Company said that the buses, 
for which the Roosevelt Boulevard grant 
provides, would be running before the 
end of the year. In Oregon Avenue, 
where the trackless type of trolley car 
will be used, preparations for its instal- 
lation probably will proceed at once. 


Beeler Organization Will Study 
Charleston Situation 


The Charleston Consolidated Railway 
& Lighting Company has employed the 
Beeler organization of New York City 
to make a study and report on the 
street railway conditions in the city of 
Charleston, S. C., with a view to deter- 
mining, if possible, some solution of the 
present serious financial difficulties with 
which the company is confronted. 

This company says that its railway 
revenues for the first four months of 
1923 were practically $40,000 less than 
for the first four months of the previous 
year, while the cost of operation has 
not fallen in anything like this propor- 
tion, with the result that the company 
is experiencing substantial losses every 
month. The revenue for the first four 
months of 1923 has failed by $13,749 to 
meet actual operating expenses, ex- 
clusive of depreciation and interest on 
the value of the street railway proper- 
ties, it is stated. 

Just what changes will be made are 
at present problematical, and it is likely 
that 'no changes will be made until the 
Beeler organization has completed its 
investigation and made its report. The 
company already uses the one-man car 
and is attempting to apply other oper- 
ating economies. The use of the auto- 
mobile, the reduction of the force of 
men at the Charleston Navy Yard, the 
loss to Charleston of the destroyer fleet 
during the winter and other similar in- 
fluences have brought about a shrink- 
ing of traffic with a consequent reduc- 
tion of revenues, amounting to more 
than the savings effected by the econo- 
mies. 


One-Man Cars Allowed 
in Johnstown 


One-man cars, prohibited in the city 
of Johnstown, Pa., by ordinance, can 
now be operated. The City Council at 
a recent special meeting passed a re- 
pealer of the old ordinance that pro- 
vided that every car should be manned 
by a motorman and conductor. Efforts 
to pass the repealer have been under 
way for the past year. The repealer 
was put through by a vote of three to 
two, Mayor Joseph Cauffiel, who pre- 
viously opposed one-man cars, voting 
in favor. The ordinance repealed was 
signed on March 19, 1921, and allowed 
only “trailers” with one man in charge. 

One-man cars will be added to the 
Johnstown Traction Company equip- 
ment gradually, according to Lee T. 
Shannon, general manager. In pre- 
senting an appeal for the ordinance. re- 
pealer Mr, Shannon stressed the safety 
measures as applied to one-man ears 
and stated that the reduced revenues 


of the company made the curtailment 
of men necessary. 

Carrying out the agreement with the 
City Council the company announced a 
tariff of rates effective May 24, the new 
tariff pertaining to school children only. 
The tariff makes decreases in exist- 
ing rates and provides a special rate of 
fare of 5 cents per passenger for all 
children actually going to and coming 
from school on all days when the schools 
are in session. The rate of fare is ap- 
plicable, however, only between the 
hours of 8 a.m. and 5 p.m. Tickets are 
to be sold children in packages of 20 
for $1 upon proper identification. The 
rate of fare is reduced from 7 to 5 cents 
for school pupils on all the city lines. 
On the Windber line, the new tariff re- 
duced the fare from 10 cents to 5 cents 
on each zone. 


Single and Double Deck Buses 
for Louisville Railway 


The Louisville Railway will start a 
bus service during June. Announce- 
ment to this effect was made recently 
by J. P. Barnes, president of the com- 
pany. Twenty-four buses will be put 
in service immediately and the plans 
of the company call for additions to 
this original fleet as rapidly as public 
demand justifies such action. Of the 
twenty-four cars twelve will be single- 
deck vehicles, costing approximately 
$7,500 each, being built in Cleveland, 
and twelve double-deck, costing about 
$9,000 each, which will be supplied by 
the Yellow Coach Company, Chicago. 
The former will seat twenty-five per- 
sons, while the double-deck buses will 
seat sixty-eight. 

The single-deck buses will be uphol- 
stered in leather, finished in mahogany, 
with pneumatic tires, and will be 
painted royal blue. They will have 
Bender bodies mounted on White 
chassis. They will be operated on a 
ten-minute schedule. There will be one 
operator on the single-deck cars, and 
two on the double deck. The fare will 
be 10 cents. 

At the start of the service the 
twenty-four buses will be divided be- 
tween two lines. One will run from 
the center of Louisville out into the 
southern district, where jitney traffic 
in the past has been the most active. 
The other will run through the south- 
eastern section of Louisville. Neither 
line will traverse streets over which 
ears of the Louisville Railway are 
operated. 

The Kentucky Transportation Com- 
pany has been organized to operate the 


buses. All of its capital stock of 
$200,000 is held by the Louisville 
Railway. 


Transfers Cost Two Cents.—On pay- 
ment of the usual 6-cent fare on any 
ear of the Arkansas Central Power 
Company in Little Rock, Ark., an extra 
2-cent fare carries with it a transfer 
to any line in North Little Rock. This 
rule applies also to passengers board- 
ing cars in North Little Rock for the 
city of Little Rock. 


Extends Pass Plan.—The Tacoma 
Railway & Power Company has been 
given permission by the State Depart- 
ment of Public Works to extend for 
three months the $1 weekly pass on 
its lines in the city of Tacoma. The 
period will end Aug. 26, 1923. 


Proposal Made to Operate Radial 
Lines.—A proposal has been made by 
Sir Henry Thornton to operate certain 
radial lines in the Niagara Peninsuia 
in conjunction with the National Rail- 
ways. The Canadian Financial Post 
points out that this proposal really 
means that where electric lines can be 
operated to advantage the National 
Railways will meet the situation. 


Investigates Right of Buses.—Gen- 
eral Manager R. A. Leussler of the 
Omaha & Council Bluffs Street Railway 
has stated that the company counsel is 
investigating the question whether 
buses have a legal right to operate on 
the city streets. The Boulevard Tran- 
sit Company recently took out a per- 
mit to operate two buses on the streets 
of Omaha, charging a 10-cent fare. 


Big Excursion Business Being Done. 
—The electric railways in the Central 
Electric Railway Association territory 
are conducting an extensive excursion 
business, particularly in the states of © 
Indiana and Ohio. Tariffs covering 
these movements are issued by the 
association, the fare for the round trip 
on the certificate plan being in all cases 
one-and-one-half times the one-way 
fare. 


Loop Plan in Late August. — The 
United Electric Railways, Providence, 
R. I., will not be able to put its looping 
plan into effect until late in August or 
early September because of the special 
work that will be required to make the 
necessary track connections. This eight- 
loop plan cutting all crosstown railway 
lines was referred to in the ELECTRIC 
RAILWAY JOURNAL, issue of May 12. 
The plan, it is believed, will relieve 
much of the congestion in the city 
center. 


. Will Test One-Man Cars.—The Chi- 
cago, Ottawa & Peoria Railway, Joliet, 
Ill., is considering the possibility of try- 
ing out the one-man interurban cars on 
its property. The company will test 
the cars on the division of 18 miles be- 
tween Streator and Ottawa, and if suc- 
cessful, similar service will be put into 
effect on the entire property of 107 
miles. Arrangements are also being 
made to operate the city service of four 
cars in La Salle and Peru with one-man 
cars. 


Rerouting to Improve Service—In 
the interest of better service to its 
patrons the Dallas Railway on April 15 
put into operation its first crosstown 
service, the old Main line passed out of 
existence and two new stretches of 
track were opened up. The new cross- 
town line and the rerouting of the 
Mount Auburn-Park View lines were 
the major changes. Other changes 
consisted of rearranging the linking 
up of various lines. The changes took 
place without any serious difficulties. 
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Personal Items 


J. C. Smith Heads Quebec 
' Company 


Shawinigan Company Executive Elected 
to Succeed E. A. Robert as Head of 
Quebec Railway, Light, Heat 
& Power Company 


Julian C. Smith, who has been elected 
president of the Quebec Railway, Light, 
Heat & Power Company, has been a 
prominent figure in Canadian hydro- 
electric developments during the past 
few years. 

Mr. Smith was born in Elmira, N. Y., 
in 1878 and was graduated from Cornell 
University in 1900. He began his busi- 
ness career as draftsman with Wallace 
C. Johnson, consulting engineer at 
Niagara Falls, N. Y. Later he went to 


© International Press Service 
J. C. Smith 


Shawinigan Falls, Quebec, as assistant 
engineer to Mr. Johnson. In 1903 he 
allied himself with the Shawinigan 
Water & Power Company of Montreal 
as superintendent, and three years 
later was advanced to general superin- 
tendent. Subsequently, he became gen- 
eral superintendent and chief engineer 
and in 1913 he was made vice-president. 
At present, in addition to his position 
of vice-president and general manager 
of the Shawinigan company, he is exec- 
utive of all of the subsidiary com- 
panies. 

Mr. Smith has taken an active inter- 
est in engineering societies—American, 
Canadian and British—and has made 
many important contributions to tech- 
nical literature. 

Besides occupying the chief execu- 
tive’s office of the Quebec company, Mr. 
Smith is vice-president and general 
manager of the Shawinigan Water & 
Power Company, president of the Pub- 
lic Service Corporation, Quebec, presi- 
dent of the Canada Carbide Company, 
vice-president of the Dominion Engi- 
neering Works, Ltd., and director of 
the Dominion Bridge Company and 


president of the Canadian Electro-Prod- 
ucts Company and North Shore Power 
Company, Three Rivers. 


George A. Iler Joins Pennsylvania- 
Ohio Electric Organization 


George A. Iler has been appointed 
electrical engineer of the Pennsylvania- 
Ohio Electric Company, New Castle, 
Pa., and has assumed the duties of his 
new position, coming to the company 
from Atlanta, Ga., where for the last 
year he was radio engineer for the 
Atlanta Journal, constructing and oper- 
ating its big broadcasting plant. 

Mr. Iler succeeds C. A. Harrington 
in the Pennsylvania-Ohio organization. 
After serving in the Sixteenth Regiment 
of Pennsylvania Infantry in the Span- 
ish-American war Mr. Iler joined the 
U.S. Navy as first-class electrician and 
was promoted to chief electrician. Fol- 
lowing his naval service he devoted his 
energies to electrical work in various 
parts of the country in charge of con- 
struction and operation of power gen- 
erating plants, transmission systems 
and general electrical engineering work, 
completing his education with a post- 
graduate course at the Georgia Institute 
of Technology. 

Among other important work in 
which Mr. Iler has been engaged was 
the building and operating of the 
power transmission lines in the New 
River coal district, West Virginia, and 
the early application of electrical power 
to mining projects there. He was also 
chief operator in connection with the 
construction of the 100,000 hp. hydro- 
electric power plant for the Georgia 
Railway & Power Company at Tallulah 
Falls. 


EK. J. Nash has been acting general 
manager of the Butte Electric Railway 
since the death on March 19 of J. R. 
Wharton, who was general manager. 


Rodney J. Selby of Des Moines has 
been appointed assistant director of the 
Iowa Committee on Public Utility In- 
formation. Mr. Selby goes to this 
committee from the Des Moines Capital, 
with which he has been associated for 
a number of years. He is a graduate 
of Drake University and has had many 
years’ experience in the newspaper 
business. 


Elbert G. Allen, formerly chief engi- 
neer of the Philadelphia Rapid Transit 
Company, is now in the Boston office of 
Stone & Webster, Inc., as consulting 
engineer. It is not the first time that 
Mr. Allen has been associated with 
Stone & Webster. In 1901 he entered 
their employ, remaining there continu- 
ously for twenty years. Early in 1922 
Mr. Allen was appointed chief engineer 
of the Philadelphia Rapid Transit Com- 
pany. 


C. H. Dahl Advanced 


Merits of Work of Research Engineer 
Recognized by His Appointment to 
Assistant to Vice-President 
at Winnipeg 


C. H. Dahl, statistician for the Win- 
nipeg Electric Railway for the last 
three and one-half years, has been ad- 
vanced to be one of the assistants to the 
vice-president, A. W. McLimont. 

The promotion of Mr. Dahl is recog- 
nition of his services as statistician, in 
which capacity he has made a number 
of investigations into various problems 
of the company arising in the operation 
of its electric, gas and railway proper- 
ties. He has figured prominently in the 
adjustment of rates and fares, wage 
negotiations and general operating effi- 
ciencies. 

Prior to his connection with the Win- 
nipeg Electric Railway Mr. Dahl was a 
case investigator for the Wisconsin 
Railroad Commission, and as such his 
work consisted in analyzing and review- 


Cc. H. Dahl 


ing testimony and evidence submitted 
in rate cases in appeals for changes in 
rates as well as drafting decisions in 
connection with such applications. The 
experience gained there has no doubt 
been very helpful to him in the per- 
formance of his work in Winnipeg. 

Mr. Dahl prepared himself for public 
utility work while a:student at the Uni- 
versity of Wisconsin. He is a graduate 
of the college of letters and science of 
that university, and while there he took 
the course provided by that institution 
in railway transportation, public utili- 
ties, statistics, money and banking and 
kindred subjects in political economy. 


George I. Plummer, superintendent of 
traffic of the Dallas Railway, was 
elected chairman of the electric railway 
section for the 1924 meeting of the 
Southwest Public Service Association at 
the recent convention held in Fort 
Worth. W. R. Burns, assistant secre- 
tary-treasurer of the Dallas Railway, 
was re-elected secretary of the section 
for the ensuing year. Both Mr. Plum- 
mer and Mr. Burns have long been 
active in the affairs of the association. 
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Safety Manager in Providence 


Harrah K. Bennett has been ap- 
pointed safety manager of the United 
Electric Railways, Providence, R. I. He 
has already assumed his new duties. 

Previous to joining the railway at 
Providence he had a long period of 
experience in electric railway business. 
He entered railway work with the 
Fitchburg & Leominster Street Railway 
in December, 1898, as carhouse fore- 
man. He advanced gradually and was 
appointed claim agent for the company 
in 1905 and held this position until 
September, 1917, when he resigned to 
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go with the Bay State Street Railway, 
Boston, afterward the Eastern Massa- 
chusetts Street Railway. 

Mr. Bennett was successively super- 
intendent of employment of the Bay 
State Street Railway, Boston District 
claim agent and general claim agent. 
When the latter office was abolished 
in 1920, he was appointed manager of 
the Melrose-Woburn division, remaining 
there until this division was consol- 
idated with the Chelsea division. 

He then went into the claim depart- 
ment of the Liberty Mutual Insurance 
Company at Boston, where he was chief 
examiner of claims in the branch office, 
supervision department. He continued 
with this company until his appoint- 
ment to the United Electric Railways. 

Mr. Bennett has been interested in 
safety work for many years, and while 
in Fitchburg gave several talks in the 
public schools and before other organ- 
izations along the line of prevention of 
accidents. While with the Eastern 
Massachusetts Street Railway he con- 
tinued his interest in this phase of rail- 
way work and was responsible for that 
part of the standardized form of break- 
ing in “blue uniform” men. by the 
company which dealt with the instruc- 
tion of new men from the safety stand- 
point. In 1911 he was president of the 
American Electric Railway Claims 
Association. 


John J. O’Connor. superintendent of 
transportation for the Muskegon Trac- 
tion & Lighting Company for the last 
three years, has resigned. The resigna- 
tion was reluctantly accepted by George 
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Steinwedel, president of the company. 
The retiring official was forced to give 
up his work because of ill health. Mr. 
O’Connor, formerly a conductor, was 
promoted by Mr. Steinwedel from the 
ranks at the time of the reorganization. 
He is given credit for aiding greatly in 
the re-establishing of the Muskegon 
company. Roy Strevo, a dispatcher 
and a former conductor of the company 


at Muskegon, is acting as superin- 
tendent. 
Joe Gill Heads Southwestern 


Public Service Association 


Joe H. Gill, assistant general man- 
ager of the Dallas Power & Light Com- 
pany, Dallas, Tex., was elected presi- 
dent of the Southwestern Public Service 
Association at the annual meeting at 
Fort Worth on May 17. Mr. Gill was 
born on Sept. 25, 1886, at Kerr- 
ville, Tex. He received his elementary 
education in the public schools of Paris, 
Tex., and was graduated from the Uni- 
versity of Texas at Austin in June, 
1910, with the degree of electrical engi- 
neer. 

Immediately after receiving his de- 
gree Mr. Gill entered the employ of 
the General Electric Company at 
Schenectady. He remained with that 
company until December, 1912, when 
he entered the employ of the Texas 
Power & Light Company of Dallas as 
resident engineer. He was engaged 
with the company at Dallas until 
October, 1917. 

From October, 1917, to April, 1918, 
Mr. Gill was with Stone & Webster as 
electrical engineer on the design of the 
American Ordnance Base Depot in 
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France and in April, 1918, he enlisted 
with the United States Army as a 
private in Battery B, Third Trench Mor- 
tar Battalion, Fort Crockett, Tex. On 
July 4, 1918, he entered the officers’ 
training camp at Fort Monroe, Va., 
and was commissioned Second Lieu- 
tenant of the Coast Artillery on Sept. 
25, 1918. He served as instructor in 
the Coast Artillery Training Center 
until Dec. 7, 1918, at which time he was 
discharged from the army. 

Mr. Gill returned at once to Dallas 
and on Feb. 1, 1919, re-entered the em- 
ploy of the Dallas Power & Light Com- 


He was suc- 


pany as power salesman. 
cessively promoted from power sales- 
man to chief engineer and from’ chief 
engineer to assistant to the general 
manager and then to assistant general 
manager. 


Obituary 


Elisha H. Talbot, retired publisher 
and founder of the Railway Age and 
other periodicals, died recentiy at his 
home in New York. He was eighty- 
three years old. Mr. Talbot was born 
in Ohio. When he was nineteen he 
established a weekly newspaper in Win- 
terset, Ia. Besides the Railway Age 
he founded the Interurban Railway 
Journal at Indianapolis, Ind., during 
the period when interurban railway con- 
struction was at its height. 

William A. Geoghegan, forty-four 
years old, a member of the Cincinnati 
Rapid Transit Commission, died at his 
home in that city on May 20, as the 
result of heart disease. Mr. Geoghegan 
had been a member of the Rapid Tran- 
sit Commission since 1919, when he was 
appointed by the late Mayor John Gal- 
vin. He was reappointed by Mayor 
George P. Carrel in 1921. From 1913 
to his appointment on the Rapid Transit 
Commission, Mr. Geoghegan was one of 
the presiding judges in the Hamilton 
County Common Pleas Court. 

John E. Sickels, long an attorney of 
the Interborough Rapid Transit Com- 
pany, New York, N. Y., died on 
April 14. Mr. Sickels became connected 


with the law department of the traction 
company many years before the lease of 
the Manhattan Railway to the Inter- 
borough was effected. After being ad- 
mitted to the bar, in Florida, he became 
a member of the firm of Henderson & 
Sickels in Tallahassee. Later he was 
admitted to the bar in the State of New 
York, and about December, 1894, he en- 
tered the law department of the Man- 
hattan Railway. 


Capt. Alexander B. Guigon, sixty-five 
years of age, for more than thirty years 
prominently identified with the traction 
business in Virginia, died recently in 
his home at Richmond. Captain Guigon 
was one of the original incorporators 
of the Richmond Traction Company, 
now an integral part of the Virginia 
Railway & Power Company in Rich- 
mond, and at the time of his death was 
general counsel for the company. Cap- 
tain Guigon was prominent in the mer- 
ger of the Richmond Traction with the 
Virginia Railway & Power Company. 
His pallbearers included E. Randolph 
Williams, vice-president of the Com- 
pany; George H. Ingles, A. H. Herrmann 
and G. B. Williams, all officials of the 
railway. 
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Manufactures and the Markets 


News of and for Manufacturers—Market and Trade Conditions 
.A Department Open to Railways and Manufacturers 
for Discussion of Manufacturing and Sales Matters 


portant Railway Contracts 


At the annual general meeting of the 
| English Electric Company held in 
|London on April 25, Sir Charles Ellis, 
‘the chairman, said that the past year 
‘was one of the worst the engineering 
trade had ever experienced, so that he 
thought it was a satisfactory result to 
show a balance on profit and loss ac- 
count of £318,264 as compared with 
£363,659 for the previous year. 

. The orders received during the year 
were in value one and three-quarter 
times those received in the previous 
year, and in the first three months of 
this year the improvement had been 
more than maintained. There had been a 
most encouraging revival in the applica- 
tion of their standard manufactures to 
steel works, coal mines, and other in- 
dustries. Improvements in designs and 
the development of new lines of ma- 
chinery had been actively continued, 
and had assisted the company in obtain- 
ing contracts, particularly in electric 
railway and water power work. Glanc- 
ing at contracts of special interest he 
was glad to say that entire satisfaction 
had been given by the electric loco- 
motives now in regular operation in 
the Pyrenees service of the Midi Rail- 
way of France. 

After a prolonged inquiry the Japa- 
nese Government Railways had decided 
to adopt the high-tension direct-current 
system, and had placed with the English 
Electric Company an order for thirty- 
four electric locomotives, the largest 
order of the kind ever executed entirely 
by British manufacturers. More re- 
cently the contract had been secured 
from the Great Indian Peninsula Rail- 
way for electrical equipments for the 
suburban lines in and near Bombay. 


Foreign Trade Is Returning to 
Pre-War Condition 


The volume of export tirade in many 
commodities used in large quantities by 
electric railways decreased to a marked 
extent in 1922. This is shown by the 
recently published report of the U. S. 
Chamber of Commerce. Coal, coke, etc., 
at the head of the list, with 31,161,384,- 
000 lb., was nevertheless 21.4 per cent 
below the pre-war average and 44.6 per 
cent below the figures for 1921. Steel 
rails with 625,166,000 lb. were 29.5 per 
cent below pre-war, and 13.3 per cent 
below 1921. Copper, on the other hand, 
with 652,667,000 lb. was 11.8 below 
pre-war figures but showed an in- 
creased export of 9.5 per cent over the 
preceding year. The export of hy- 
draulic cement was heavily curtailed as 
the total quantity 424,070,000 lb. was 
59.3 per cent less than the pre-war 


_. 


quantity and 4.5 per cent below 1921. 
In spite of the fact that coal occupies 
first place by weight in the list of ex- 
ports, it does not play so prominent 
a part when value is considered, being 
seventh at $95,630,000, or 2.5 per cent 
of the total. Copper is ninth at $89,- 
030,000. The decline in value of the 
coal exported coincided almost exactly 
with the reduction in quantity noted in 
the preceding paragraph, but the export 
of copper increased 19 per cent in 
value. 

Electrical apparatus was an important 
part of the export trade. Telephone, 
telegraph and signal devices had a 
value of $3,398,000 last year. Electric 
motors, controllers, etc., exported were 
valued at $7,444,000. Switches, meters 
and other transmission and distribution 
apparatus had a $6,911,000 valuation, 
and transforming and converting de- 
vices were valued at $6,273,000. 

The relative rank of foreign custom- 
ers showed little change in 1922 from 
the year before. Great Britain, Canada, 
and Germany head the list in the order 
named. France is now fourth, having 
displaced Japan. South America con- 
tinues to make a poor showing, with 
only 5.9 per cent of the total exports 
being consigned there. 

Increased imports of such commodi- 
ties as coal and hydraulic cement coin- 


cide with the decreased export, with 
the influence of the coal strike plainly 
discernable in the first case. The total 
imports for the year show an increase 
of 24 per cent over 1921 as compared 
with a decrease of 14.6 per cent in ex- 
ports. The present trend appears from 
this to be toward a smaller export bal- 
ance as in pre-war days. 


Detroit May Purchase Generating 
Equipment 

Although the Detroit City Council, 
which recently voted to -award con- 
tracts for four 20,000-kw. turbo-gen- 
erators, has rescinded this action, it is 
said to be likely that the city will 
eventually buy two, or possibly three, 
turbines to generate the 35,000 kw. or 
40,000 kw. additional energy that it 
needs for lighting and pumping pur- 
poses and in the operation of the 
municipal railway. At present the city 
is generating about 19,000 kw. for 
these purposes and purchasing the rest 
from the Detroit Edison Company. [t 
is the plan of the city administration 
eventually to generate all the power 
needed for municipal uses, but not to 
compete with the central-station com- 


pany in the supply of private cus- 
tomers. 


Employment and Wages Gain 
in April 

A preliminary report of the Bureau 
of Labor Statistics of the U. S. Depart- 
ment of Labor covering over 5,000 rep- 
resentative industrial establishments 
shows in April an increase over March 
of 0.5 per cent in the number of em- 
ployees, an increase of 1.4 per cent in 
the total amount Baa in wages, and an 


ELECTRIC RAILWAY MATERIAL PRICES—MAY 31, 1923 


Metals—New York 


Copper, electrolytic, cents per lb.. ... BS 14.75 
Deady: centspenIbwe anes.) sa ce. cs 7.25 
Nickel, cents per lb.. 02 roe 28.50 
Zine, cents per lb... Be sos bia ea alee 6.70 
Tin Straits, cents per (>, ea 42.25 
Aluminum, 98 to 99 pee cent, cents per lb.. PW R25} 
Babbitt metal, warehouse, cents per |b.: 

Nap sfe9 ie (au etl ring: «5 5 en 65.00 


Bituminous Coal 
Smokeless mine run, f.o.b. vessel, Giempien 


I Varese ae lo $6.25 
Somerset mine run, Boston. 32125 
Pittsburgh mine run, Pittsburgh. . 2.00 
Franklin, Ill. , screenings, Chicago... 1.95 
Central, iil. , screenings, nee. 575 
Kansas screenings, Kansas City. . 2.625 

Track Materials—Pittsburgh 
Standard Bessemer steel rails, gross ton. $43.00 
Standard open hearth rails, grosston...... 43.00 

Railroad spikes, drive, Pittsburgh oe 

cents per lb.. Rone 3.45 
Tie aa (flat type), cents per lb. 2.675 
Angle bars, cents perlb.................. 2.75 
Rail bolts and nuts, Pittsburgh base, cents, lb. 4.375 
Steel bars, cents perlb................... 2.40 
Ties, white-oak, Chicago, 6 in.x8 in.x8} ft.... $1.50 

2 iipeiamall 
Wire nails, base per keg. . . 3.00 
Sheet iron (28 gage), cents per Ib... 3.85 
Sheetiron, galvanized (28 gage), cents perlb. 5.25 
Galvanized barbed wire, cents per lb.. 3.80 
Galvanized wire, ordinary, cents per Ib.. 3°32 
Waste—New York 
Waste, wool, cents per lb.. 12-16 
Waste, cotton m(100b. bale), “cents per Ib.: 
White. .. 1-13.50 
Colpradt: fr Rta... es 8-13 


Paints, Putty and Glass—New York 
Linseed oi] (5 bbl. lots), per gal.. es $1.16 
White lead (100]b. keg), cents per lb........ 13.125 
Turpentine (bbl. lots), per gal... .. $1.07 
Car window glass, (single strength), first 

three brackets, A quality, discount*.,. . 84.0% 
Car window glass, (single strength), first 

three brackets, B quality, discount*. . . 86.0% 


Car window glass, (double pd cagher! all 
sizes, A quality, discount* ; ; 

Putty, 100Jb. tins, cents per lb. 4.75 
*These prices are f:o.b. works, boxing 


charges extra. 


Wire—New York 


Copper wire base, cents per lb.. . 18.375 
Rubkber-covered wire, No. 14, per 1,000 ft.. $7.75 
Weatherproof wire base, cents per lb.. 19.00 


Paving Materials 


Paying stone, granite, 4x8x4, f.o.b. 
Chicago, dressed, persq.yd............. $3.50 
Common, per sq. yd. ; 3.10 
Wood block paving 34, 16 treatment, N. Ye 


MOL AGIAN: jc ah uae erate hetne water 3.19 
Paving brick 34 wii vt N. Y.,per 1,000 in 

carload lots. 54.00 
Crushed stone, }in.,  earload lots, Nek 

per cu.yd.. hes 
Cement, Chicago. ‘consumers net. prices, 

without DAgBs 1 os <x boreal bis aoains 2.20 
Gravel, }-in., cu. yd. N.Y 2.25 
Sand, cu.yd., N. 1.25 


Old Metale=Naw York 


Heavy copper, cents per Ib.. ... . Lem 
Light copper, cents perlb.......... ‘co 10. 
Heavy brass, cents per |b..... nrcee. 6.50 
Zine, old scrap, cents perlb........... 4 
Yellow brass, cents per lb. (heav y) 6 
Lead, heavy, cents per lb.. 6 


Stee] car axles, Chicago, nattoniien to. ke $21.75 
Old car wheels, Chicago, gross ton......... 22.75 
Rails (short), Chicago, gross ton. tes Ae 22.25 
Rails, (relaying), Chicago, grosston....... 33.50 


Machine turnings, Chicago, net ton. ...., 17.75 
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increase of 0.9 per cent in the average 
weekly earnings. Identical establish- 
ments report 2,139,053 persons em- 
ployed in April compared with 2,128,- 
816 in March, and weekly payrolls of 
$55,353,000 compared with $54,573,958. 


SS 


Rolling Stock 


Beech Grove Traction Company, 
Beech Grove, Ind., has placed an order 
with the Cincinnati Car Company for 
two one-man Birney safety cars. The 
order was placed in April, and delivery 
is expected in July. The seating capac- 
ity of the car is thirty-two persons. 

Columbia Railway, Gas & Electric 
Company, Columbia, S. C. placed an 
order with the J. G. Brill Company of 
Philadelphia for six one-man cars of 
the standard Birney safety type. Addi- 
tional equipment of this type is con- 
templated, but no orders have been 
placed. 

Memphis Street Railway, as was re- 
ported in the ELECTRIC RAILWAY JOUR- 
NAL, issue of May 12, has placed an 


order for forty new cars. They are 
described as follows: 

Date order was placed..... .May , 18, 1928 
Date of delivery.....,..<5 December, 1923 


Builder of car body..St. Louis Car Company 
Type of car..Low-level, light-weight 


passenger 
Seating capacity... ccs. ke ee eens 48 
Total Welmhe a2 ae ts s.4 has aan oc 33,400 Ib 
Bolster centers, length........22 ft. 0 in 
WENneth OVEF LAL. 64.5% 2 leo ete ni 45 ft. 2 in. 
Truck wheelbase..........+0-- 5 ft. 10 in 
Width OVeGrseal ) ogee ees ae cet 8 ft. 4% in. 
BOY: . Haw cae eeid + oo pabaene erties Ro taeee Stee 
Tehorior. teats o.5e vaists, 2 cient ee Birch 
Ga fcko Vhbs¥h1! Pear Pee eect. Lae Oe Agasote 
Roof, arch or monitor..........-+.+. Arch 
Air brakes....... General Electric C. P, 27 
COLELOL Co ord te te oh ale Sine siete MLS K+35 
Couplersis.ind sa = & otevaysie swe niewsie ine she Hoovey 


Curtain fixtures..Curtain Supply Company 

Designation signs..... sete p eee Hunter 

Door-operating mechanism......Memphis 
Street Railway standard 


Fare DOxXOB* sas sie oa) es Seals s Johnson 
Fenders or wheelguards....... Memphis 
Street Railway standard 
Gears and pinions........ General Electric 
Hand brakes...... St. Louis Car Company 
Heater equipment..........+.. Consolidated 
Headlights... 6is.sl. ocecpeesicnes Golden Glow 
Journal DOXES....- sees eer ee eevee M. C. B. 
Lightning arresters....... General Electric 
Motors, type and number....40-G. E.-265 
Motors, outside or inside hung...... Inside 
Paint, varnish or enamel..... St. Louis 
paint and surfacer 
Registers... ....s.0.555 International No. 5 
Sanders. : wieciew ew St. Louis Car Company 
Sash fixtures.....Dayton Manufacturing 
Company 
SEath is ete aoa + «hsm Hale & Kilburn 
Seating material........-cssseseeees Wood 
Step! treaGS Hos ive oas © sie) vera e eters Feralun 
Trolley catchers or retrievers........ Ideal 
Prolley -DASE..« vedse nib.) pte U. S. No. 18 
Trolley wheels or shoes...... 4 in. wheels 
TUCKS w 0.5'G so d.bis'a iin olden baci Brill 76 E. 
Ventilators ...cccccsseeers Nichols-Lintern 
Wheels (type and size)....Cast iron, 26 in. 


Indianapolis & Cincinnati Traction 
Company, Indianapolis, Ind., in connec- 
tion with its change from single-phase 
operation to d.c. operation has pur- 
chased the following equipment: Twelve 
new all steel passenger cars from the 
Cincinnati Car Company; forty-eight 
Westinghouse type 548-C-7 field contro] 
105 hp. motors at 600 volts for the 
passenger cars; sixteen Westinghouse 
557-A-7 field control 145 hp. motors for 
freight service; Westinghouse standard 
HLF pneumatically operated control to 
permit train operation. The gear ratio 
on the passenger cars will be 21/68 


ELECTRIC RAILWAY JOURNAL 


and Nuttall helical gears will be used. 
The gear ratio for the freight cars 
will be 16/61 and helical gears will also 
be used here. 


Track and Roadway 


Brantford Municipal Railway, Brant- 
ford, Ont., expects to build 1,000 ft. of 
new track on Oxford Street. 


Chicago, Ottawa & Peoria Railway, 
Joliet, Ill., is replacing some 60-lb. rails 
in La Salle and Peru with 100-lb, 
A. R. A. rails. 

Bristol & Plainville Electric Company, 
Bristol, Conn., expects to replace at 
once 1 mile of track for new paving. 
Supplies are all on hand. 

United Electric Railways, Providence, 
R. I., has ordered the necessary mate- 
rial for its track work in connection 
with the loop plan to be put into effect 
in the early fall. Deliveries on the 
orders are expected in about two 
months. 


Los Angeles Railway has applied for 
franchises ‘to permit construction of 
track on Vermont, Evergreen, Melrose 
and Central Avenues, Rampart Boule- 
vard, South Main, West Eighth and 
West Forty-eighth Streets. 

Rochester & Syracuse Railroad will 
spend $75,000 this year making im- 


provements to the right-of-way, T. C.. 


Cherry, vice-president and general man- 
ager, has announced. A large part of 
the line will be reconstructed with 25,- 
000 new ties and new ballast. The work 
is already under way near Lyons. 


Johnstown, Pa.—A petition to grant 
the Johnstown Traction Company a 
franchise to operate cars on Ohio 
Street, from Moxham, Johnstown, to 
the borough of Lorain, has been filed 
with the Johnstown City Council. The 
petition is signed by residents of Lo- 
rain Borough, who want an extension. 
The franchise is being held for consid- 
eration by the Johnstown Council. 


Seer eA nen 


Power Houses, Shops and 
Buildings 


Boston Elevated Railway has awarded 
to Simpson Brothers Corporation the 
contract for constructing the super- 
structure of four buildings constituting 
the first unit of the new shops at 
Everett, Mass. 

Electric Depot Company, Cleveland, 
is completing a new warehouse which 
will be the largest building of its kind 
that the company owns. The freight 
traffic on the interurban roads surround- 
ing Cleveland has been increasing 
greatly, particularly on the Northern 
Ohio line, and this line will be among 
those served by the warehouse. Its 
area will be approximately 160 ft. x 
44 ft., and it is served by three tracks 
on one side and a driveway on the other. 

Boston, Mass.—Plans for the enlarge- 
ment of the sheltered area at the 
Everett terminal of the Boston Elevated 
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Railway were submitted recently to the 
Public Utilities Commission. The plans; 
call for the relocation of the waiting 
room in the station so that it will be 
placed on the easterly side of the ter- 
minal, between the outbound surface 
tracks and Broadway. The relocation 
will make possible an extension of the 
sheltered area 75 ft. long and 25 ft. 
wide. A prepayment entrance, at the 
corner of Broadway and Bowdoin 
Street, will also be installed. 
Indianapolis & Cincinnati Traction 
Company, Indianapolis, Ind., in connec- 
tion with its change over to d.c. oper- 
ation has placed orders with the West- 
inghouse Electric & Manufacturing 
Company for equipment for ten auto- 
matic substations. These will consist’ 
of five 300 kw. and three 500 kw. full 
automatic substations, and one 500 kw. 
semi-automatic substation. The 300 kw.’ 
automatics will be installed at Martin’ 
on the Cincinnati division and at New: 
Bethel, Fairland, Prescott and Adamys 
on the Shelbyville division. The 500 kw;, 
automatics will be installed at Hoffman, 
Reedville and Gwynneville on the Cin- 
cinnati division. The one semi-auti- 
matic station will be located at Rush- 
ville, which is the location of the preserit 
power plant. Each of the automatic 
stations will be equipped with one 60:0 
volt d.c. six phase 60 cycle compound 
wound rotary converter, one three- 
phase 33,000 volt transformer and auti- 
matic switching equipment. There will 
also be high tension switching equiip- 
ment for sectionalizing, which will prob- 
ably be of the out-door type. The temth 
automatic equipment will be of 500 ‘kw. 
capacity for installation on one off the 
present cars for use as a portables sub- 
station. 


Trade Notes 


General Electric Company will move 
its Omaha offices from tine Electric 
Building to the City Nettional Bank 
Building. 

Westinghouse Electric & Manufac- 
turing Company, East Pittsburgh, Pa., 
announces that C. Fi. Long, formerly 
manager of the con:tract section of the 
railway departmené, has been appointed 
a section manager of the light traction 
division of the yailway department and 
is responsible’ for international nego- 
fiations and. also for stocks and pro- 
duction sckiedules of the light traction 
division. \ R. W. Soady has been ap- 
pointed naanager of the contract sec- 
tion to sueceed Mr. Long. 

T. M. Grindley Company is the new 
name of the organization handling the 
sale of the jyroducts of the Conveyors 
Corporation of America, Chicago, in the 
Province of Biritish Columbia. The ad- 
dress of the Grindley Company is 1158 
Homer Street,’ Vancouver. The Grind- 
ley Companv ,was the western office of 
Gormans Limited, Edmonton. and oper- 
ated under that name up to May 1, but 
after that date Mr. Grindley took over 
the business. organized his own eom-— 
pany and enlarged his selling staff. 


